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RAILROAD LEGISLATION 


As the time for the next session of Congress ap- 
proaches, there is more or less expectation of railroad 
legislation—or, at least, efforts to obtain railroad legis- 
lation. There is, doubtless, considerable legislation of 
this kind that could be enacted with advantage but the 
danger is that if the subject is opened in any general way 
there will be considerable more harm than good accom- 
plished. We should say, therefore, that, if there has to 
be a choice between a general railroad legislative pro- 
gram and no railroad legislation at all, the latter would 
be the wiser course. 

Chief among the things proposed is a repeal of 
section 15A, the rate making section, under which the 
Commission fixes a valuation of the railroads, decides 
what percentage of return they are entitled to on that 
valuation, and makes rates accordingly. There are objec- 
tionable things about this section, we think; but we 
believe that, as a whole, it has been a forward step and 
we should not like to see the section tampered with un- 
less it can be Certain that it would be amended wisely 
and not repealed altogether. 

We believe that, to a great extent, the popular belief 
that rates are extortionate under this section and that 
they operate to check commerce, has been removed. 
There are, however, many who will still hold to that 
theory and who are waiting an opportunity to make 
their views take form in legislation. It is past our 
understanding ~how this can be true, but it is. For 
Mstance, though the Commission has decided that the 
Proper rate of return is five and three-quarters per cent, 
the latest figures show. that last September the carriers 
farned only 2.88 iper*cent and for the nine ‘months end- 
ing with September they earned only 3.96 per cent. Cer- 
tainly even one so parsimonious in thought as to believe 
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that five and three-quarters per cent is too much, could 
hardly be so ignorant as to contend that less than four 
per cent is enough. 


There are only two replies that could be made in 
justification of such a proposition. One would be that 
the valuation of the railroads, as found by the Com- 
mission for rate-making purposes, was too high. The 
other would be that the railroads are so wastefully and 
inefficiently operated that the high rates do not bring 
the net revenue they should. 


As to the valuation retort, we think time has pretty 
throughly justified the tentative valuation made by the 
Commission as not being too high or, at least, not enough 
too high to make any material difference. There are men 
with distorted ideas of the basis of proper valuation that 
do not agree with this, but we think by far the majority 
of persons competent to judge do agree. As to waste- 
ful and inefficient operation, that never was much more 
than a theory—a possible explanation of a desired con- 
dition. Those who think rates too high and the per- 
centage of earnings found proper by the Commission too 
high, must have something on which to rest their argu- 
ment. Therefore, they choose to assert that the rail- 
roads dissipate what they earn. 

We do not say that there could be no. improvement 
in railroad operation that would increase the net earn- 
ings, but we do say that no one has yet shown a condi- 
tion that would justify a fair-minded man, who studied 
the facts, in taking the position that—assuming that five 
and three-quarters per cent is a proper return—the rail- 
roads are earning enough now if they operate their 
properties properly. 

The only fair conclusion to be drawn from observa- 
tion since the transportation act of 1920 was enacted is 
that the Commission made a fair valuation; that it did 
not fix the rate of return too high; and that the railroads 
—not, to any great extent, through faults of their own— 
have been unable to earn a fair living under the adminis- 
tration of the law. 

Assuming again that five and three-quarters per 
cent is not too much to permit the railroads to earn, 
and that the faults in management do not account for 
the failure to earn anywhere near that much, what, then, 
is the matter? Surely the remedy is not repeal of the 
section on the theory that.rates are too high., We should 
say, her, that the law, though a step in the right 
direction, had not been permitted to operate properly and 
that rates, generally speaking, were not even high 
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Gulf, Mobile and 
Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connections at Bells, Jackson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 


























ae ters and Southern and Southwestern points. thos 
Ss ey rate 
ft: Ss SOUTHBOUND NORTHBOUND | 
tice , ae mn. 24 

Lee \ 9:30 AM 5:00PM Ly. Jackson Ar. 8:50 AM 10:20PM | imp 


C2 
=i} 
Sey 


5:00 PM 12:30 AM Lv. NewAlbany Ar. 1:45 AM 3:00 PM 
4:39 AM 1:20 PM Ar. Newton Ly. 12:25 PM 2:20AM 
5:00 PM Ar. Meridian Lv. 9:56 AM 
7:40 AM 4:30 PM Ar. Laurel Ly. 9:30 AM 11:30 PM 
4:15 AM Ar. Mobile _ Lv. 10:00 PM 


“THE ROAD OF SERVICE 

































; Pi . Offices at: 
HAL CHICAGO, ILLINOIS PITTSBURGH, PENNSYLVANIA 
Sak “: 551 Marquette Bldg. 1212 Jones Law Bldg. 
| . DETROIT, MICHIGAN ST. LOUIS, MISSOURI 
Vl f 704 Free Press Bldg. 426 Pierce Bldg. 
_— ay ® KANSAS CITY, MISSOURI MEMPHIS, TENNESSEE 
Na NG , 737 Railway Exchange Bldg. 436 Bank of Commerce Bldg. 


NEW ORLEANS, LOUISIANA MOBILE, ALABAMA 
1012 New Hibernia Bldg. 71 Conti Street 









M 


Louisiana & Arkansas Railway 


MR. SHIPPER :— 


The Natchez Route affords a direct route between Eastern 
Carolina and Southeastern Territory and the Southwest. 


Daily through fast freight schedules are maintained. 


Due to absence of large terminals enroute delay at interchange 
points is eliminated. 


We specialize in furnishing our patrons with passing reports. 

It will pay you to investigate. 

Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 


Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 


Traffic Department Representatives: 






C. G. Lang, R. E. McGrath, S. H. Atkinson, ' 

Commercial Agent, Commercial Agent, liciting Freight Agent, I 

235 City Bank Bldg., 330 Ry. Exchange Bldg., 23 State Nat’! Bank Bldg., 

Mobile, Ala. Kansas City, Mo. Texarkana, Ark. q 
Carroll H. Smith, S. E. Jones, E. A. Montgomery E. B. Hickman, H. R. Whiting, : 
General Agent, General Agent, General Agent, General Agent, Genera] Agent, e 
< Palmer Bidg., 1983 Ry. Exchange Bldg., 535 y —n Bidg., = Insurance Bldg., 622 Insurance Bidg., f 





ta, Ga St. Louis, Mo. New las, Texas. Oklahoma City, Okla. 


——————— — = — seneleaapiongpeensenemene saneppenpeiabeseiatiteidasetalan inauretanncinonnepencnepnteparnsrsnee-aeeesvapenaiterssesey=semnanttaeprsentinedce — _ Sie AL RE ARES AAS RANE AER <<< a 











X, No. 2M vovember 11, 1922 


——— 


id 


dle- 
ton, 
ord- 
>en- 
nts. 


ND 
4 

) PM 
) PM 
) AM 


) PM 


VANIA 


: Bldg. 














r 


pop 





ough. If that is not the answer, what is? The car- 
fiers, not for their own sake, but for the sake of good 
transportation, must be allowed to earn sufficient revenue. 
That was the principle established by the transportation 
act and it is a correct principle. In our opinion, neither 
the Commission nor the carriers have been courageous 
enough. The carriers should have insisted on rates that 
would produce more revenue and the Commission should 


fave allowed them. The carriers have been afraid of 
grousing criticism and opposition and the Commission 


has been in the same attitude. We put it squarely to 
those who think on such subjects. Why should not 
rates be higher than they are and how can any amend- 
ment of the law with a view to removing this section, 
improve the situation? 

We know that rates are high and we know that, in 
some cases, they are even oppressive. We believe that 
the oppressive rates should be changed, where oppres- 
sion can be shown, but we believe that the general level 
should be increased and not lowered. The bug-bear that 
high rates, in general, were stopping business, has, in 
great measure, crawled into its hole. It could not stand 
up in the light of day in many specific cases cited and, 
in general, it was preposterous to believe that trained 
traffic men, anxious to get business for their roads, would 
let high rates stand in the way of revenue business. 
Their job is to make money for their roads. If high rates 
will do it, they want high rates; if low rates will do it, 
they want low rates. 




































As we have said, freight rates are undoubtedly high, 
compared with what they formerly were. But does any 
one know of anything that is not just as high, compared 
with the price before the war? We have become accus- 
tomed to high taxes, high rents, high cost of building 
material, high cost of clothing, of provisions, of amuse- 
ments, and of everything else that anyone buys. We 
do not like it but we accept it, in most cases, as neces- 
sary. We say that probably there is some profiteering 
but that, to a great extent, the high prices are justified. 
But we do not take the same reasonable view of trans- 
portation costs. Why should we expect them to come 
down when everything else is up, especially when every 
item of the transaction marked by them is open to public 
inspection and the revenues of the carriers, in general, 
show anything but large profits? It is, of course, true 
that some prosperous roads are doing exceedingly well. 
That is not their fault but the fault of the system. Per- 
haps the system should be changed. We, indeed, believe 
that the plan which results in one road making huge 
Profits while another starves is the next big question that 
Must receive the attention of constructive transportation 
thinkers. But that is not the question now. No one is 
Proposing a plan by which it will be impossible for some 
Toads to make great profits out of a scale of rates that 
'o other roads in general means disaster. The question 
's whether our present law is enabling the carriers of the 
‘ountry, as a whole, to make too much money. We say 
itis not and that, further, the administration of it is not 
‘ven enabling them to make enough. We hope, there- 
fore, that the law will not be tampered with. It marked 
a forward step in recognizing the fact that the carriers 
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must be enabled to earn sufficient return. To recall that 
recognition could not be otherwise than a backward step. 
_ We have said that, in our opinion, carriers had not 
been courageous in pointing out the need for more rev- 
enue and in taking measures to get it. Neither have 
they—for doubtless the same reasons—been especially 
convincing, in their public propaganda, in pointing out 
the conditions that make it advisable that they should 
have more revenue. They seem to fear the sentiment 
that pillories them as profiteers, however sincerely 
they may believe the epithet to be unjust. It is with 
pleasure, therefore, that we publish elsewhere in this 
issue the address of President Markham, of the Illinois 
Central, before the Railway Business Association in 
New York. It required no special courage to say what 
he did to that audience, sympathetic, as it is, with the 
needs of the railroads; but insofar as the address is 
for public consumption it has a firm tone that is worthy 
of commendation. 

Mr. Markham went to the root of the cause of the 
present shortage of transportation that is hampering 
reviving commerce. He declared that the only means 
of instituting a sound policy of regulation to remove the 
abuses of the past was to form a favorable public senti- 
ment for the railroads by means of direct statements 
to the people as to the railroad situation. Unwise govern- 
mental regulation in the last fifteen years, he said, was 
to blame for the present dangerous shortage of transpor- 
tation facilities. | 

In the past, Mr. Markham said, shortages in rail- 
road service were considered only when the peaks of 
business revivals were reached. In the present instance, 
however, the shortage of transportation had come at the 
outset of the industrial increase. He declared it to be 
a grave question whether the railroads, “finding it dif- 
ficult to surpass the freight carrying record of 1920, can 
be expected within a few months or years to handle such 
an increase in tonnage as past experience shows would 
be only normal in a period of general revival.” 

“The situation is partly due the coal strike and the 
shop employes’ strike,” said he, “but it would be a 
serious mistake to assume that these strikes have caused 
the present shortage of transportation and that it will dis- 
appear when their effects have been removed. The 
causes of the present shortage go much further back. 
During the last fifteen years, the production and com- 
merce of the country have grown rapidly in proportion, 
as in previous years. But during this time, the develop- 
ment of the facilities of the railways have steadily and 
rapidly declined.” 

Mr. Markham declared that increase in the total 
tractive power of the locomotives for the five years end- 
ing in 1921 was 60 per cent less than the increase for the 
same period ending in 1907, and the increase in the total 
capacity of freight cars was 65 per cent less by the same 
comparison. Construction of new lines and other de- 


velopments had declined correspondingly. The fact that 
there had been a decline was well known, he said, but its 
great extent had not been realized. 

“While I am a firm believer in the principle of 
regulation, I also believe that government regulation 
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as has been practiced for fifteen years is almost wholly 
responsible for the decline of railroad development and 
for the existing shortage of transportation,” said he. 
Regulation reduced the rates and the net return of the 
roads, and the result was the withdrawal of capital nec- 
essary for further advances in railroad facilities. Operat- 
ing expenses were so increased during the war that the 
roads, when returned to their owners, incurred large 


deficits, and the value of their securities sank to new 
low levels. 


The transportation act of 1920, which was enacted in 
response to a strong public sentiment “against govern- 
ment operation and in favor of less repressive and more 
constructive legislation,” had not had a fair trial, he said. 
The business depression of the last two years had nullified 
the provisions of the act for higher freight rates to insure 
an adequate return on investment in the railroads, and 
only bare expenses had been made since that time. The 
struggle to reduce operating costs had resulted in a bad 
condition of railway stock, less expansion, reduction of 
freight rates, and reductions in wages. 

“The only thing that ever will enable and cause the 
railways to carry out a sufficient program of expansion 
will be to let them earn sufficient net return to raise the 
new capital required for that purpose,” Mr. Markham 
declared. He characterized as dangerous to the country’s 
welfare the attempts being made to lower the valuation 
placed on railroad property by the Commission, and the 
proposals to restore to the states the same authority to 


regulate rates that they had before the transportation 
act was passed. 


SEPTEMBER EARNINGS 


The Association of Railway Executives has issued the fol- 
lowing on September earnings of the carriers: 


The Class 1 railroads of the United States in September had a 
net operating income of $58,428,000, according to reports just filed by 
the carriers with the Interstate Commerce Commission. This repre- 
sented a return, on an annual basis, of only 2.88 per cent on their 
tentative valuation. 

The carriers in September last year had a net operating income 
of $87,534,000, which was at the annual rate of return of 4.32 per cent, 
while in August this year it was $52,579,797, or 2.65 per cent. 

Reports show that the railroads failed by $63,099,000 of realizing 
a 6 per cent return on their tentative valuation. They also failed by 
$58,000,000 of realizing a return of 5% per cent, the figure fixed by the 
Interstate Commerce Commission in its decision some months ago. 

The railroads in September had operating revenues totaling $499,- 
879,000, an increase of two-fifths of one per cent compared with Sep- 
tember last year, while their operating expenses amounted to $408,- 
315,500, or an increase of 8.2 per cent over the same month last year. 

The net results for September, the earning reports would indicate, 
were somewhat reduced by the added cost of the shopmen’s strike 
which began on July 1 last and by increased expenditures on the 
part of the carriers in order to reduce the number of freighe cars in 
need of repairs. 

The Class 1 railroads in September expended $120,000,000 for main- 
tenance of equipment, which was an increase of 15.7 per cent over 
the same month one year ago. The result of this increased expendi- 
ture is shown by the fact that during September, the number of 
freight cars in need of repairs was reduced by 30,000, while there also 
was a reduction from September 1 to October 1 this year of 114 in 
the number of locomotives in need of repairs. Expenditures for main- 
eenance of way and structures in Sepeember, however, were 7 per 
cent under those of one year ago. ; 

Measured by net ton miles, the number of tons of freight multi- 
plied by_the distance carried, freight traffic in September this year 
increased more than 10 per cent over the same month last year. There 
was also an increase of nearly 11 per cent in the number of cars 
loaded with revenue freight in September compared with the same 
month last year. 

During the first nine months this year, the railroad had a net 
operating income of $529,413,000, compared with $393,793,000 during the 
corresponding period last year. This is at the annual rate of return 
of 3.96 per cent, compared with 2.95 per cent during the first nine 
months in 1921. Operating revenues for the nine months’ period 
amounted to $4,027,306,009, a decrease of 2.8 per cent compared with 
the same months last year, while operating expenses totaled $3,213,- 
446,000, a decrease of 7.7 P xa cent compared with the same nine months 
in 1921. The railroads during that period this year, failed by $272,- 
512,000 to realize a 6 per cent return. During the nine monehs last 
year they lacked $408,131,000 of that return. — 

Complete reports show that the carriers in the Eastern district 
had a net operating income in September of $18,389,600, compared with 
$35,163,000 during the same month last year, which would be at the 
annual rate of return of 1.98 per cent on their tentative valuation, or 
$37,428,000 below a 6 per cent return. The operating revenues for 
the carriers in the Eastern district totaled $241,552,700, an increase 
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of 3.7 r cent over those for one year ago, while their operating 
Sipemnan totaled $208,453,900, or an increase of 13.7 per cent over Sep. 
tember last year. J : ; 

Camapiete. returns show that the carriers in the Southern district 
had a net operating income in September of $8,303,900, compared with 
$7,189,000 during the same month last year. Their operating revenues 
totaled $58,765,700, an increase of 3.8 per cent over the same month 
last year, while their operating expenses totaled $46,681,000, or three. 
tenths of one per cent above those of ay teamed last year. The net 
operating income of those roads was at the annual rate of return of 
4.66 per cent, or $2,395,600 below a 6 r_ cent return. . 

omplete reports except for the uisiana Railway & Navigation 

Company; show that the carriers in the Western district had a ne 
operating income in September of $31,734,700, compared with $45,182,099 
during the same month last year. This was at the annual rate of 
return of 3.46 per cent on their tentative valuation, failing by $23,275,. 
600 of realizing a 6 per cent return. The operating revenues for thoy 
roads amounted to $199,560,800, a reduction of 4.2 per cent, compared 
with the same month last year, while their operating expenses 
amounted to $153,180,000, an increase of 3.7 per cent over September 
one year ago. 3 

Forty-four roads in September had operating deficits. Of this 
number, twenty-three were in the Eastern district, four in the South. 
ern and one in the Western districts. In August, forty-nine had oper. 
ating deficits, 

These tabulations, as to earnings in September, are based on 
reports from 196 Class 1 railroads, represeneing a cotal mileage of 
234,714 miles. 


A HUMOROUS CONDUCTOR 


That some railroad conductors take an interest in their 
employers’ business above the mere figuring of overtime and 
the effort to make the rate of pay as high as possible, as well 
as that they may have a literary ability of a higher type than 
necessary to enable them to read and punch tickets, is illus 
trated by a communication from a conductor in the employ 
of the Alexandria & Western, with respect to a claim against 
his road for the destruction of 27 geese. The claim says: 


Your company has fenced in all of the right of way across Mrs. 
Patterson’s property, leaving only a gate as an opening to your 
tracks. Your negligence consisted in the fact that your employes 
failed to close the gate on numerous occasions, thus affording the 
valuable birds a means of egress which they could not have dis- 
covered on their initiative. ™ 


After careful examination of the law in regard to domestic fowls 
we can find no instance where the defence of contributory negligence 
would avail against beings of such inferior intelligence. Moreover, if 
such defence were good, we are sure that courts would hold in this 
particular case that the ages of the various deceased geese con- 
cerned herein would excuse them from the duty and care required of 
prudent and older geese under similar circumstances. 


The conductor, in his report, replies: 


I was astounded and appalled to read the indictment against our 
railway company. To think that our locomotives could be so blood- 
thirsty and wicked as to “wantonly and recklessly’? run over and 
destroy twenty-seven geese is enough to make a loyal employe sick 
at heart, for the letter sets in, at first glance, to outline a grewsome 
picture, for one has merely to close one’s eyes to imagine a fierce, 
all-devouring, roaring monster, leaping hither and yon, just outside 
Mr. Patterson’s property line, dashing to this side to crush the life 
out of an innocent lovely gosling, then charging madly across the 
track to smash the stuffing out of a tender, harmless young lady goose. 
The very thought is enough to stun a person with its horror, for my 
acquaintances with our locomotives have convinced me that they are 
mild and inoffensive creatures that would not harm a fly willingly. 
Knowing our locomotives to be the gentle, peacefully-inclined chaps, 
and far removed from the alleged depravity as alleged, caused me to 
peruse the letter more thoroughly in order to see if these various 
geese had not gereney insulted our engines or trespassed upon our 
rails, thereby bringing their own doom upon them, in the natural 
order of things. Therefore, it gives me great pleasure to inform you 
of the facts of these unfortunate casualties, thereby absolving our 
locomotives of the heinous charge and showing that the geese were 
not the silly creatures of “such inferior intelligence’ as alleged, but 
far from it, were lusty, scheming fowls, capable of exercising a great 
deal of crafty observation and planning—afterward capably executed. 
For instance, the Johnson grass within our right of way fences is 
tender and luscious as compared to the scanty herbage of their own 
lawful domain, and tempted the misguided creatures to stolen dinners 
and eventual doom. Furthermore, the waters from occasional showers 
of rain form placid pools of, to a goose’s eye, delightfully muddy water 
in which to splash, scattered along our drainage ditches. So these 
hungry geese, determined as they were, penetrated our lawfully main- 
tained fences, filled themselves to bursting on Alexandria & Westem 
provender, disported themselves, unasked and unwelcomed, in bea 
andria & Western waters, until, filled with the sheer joy of living 
a degree’ of rapturous pleasure that was actually intoxicating, 
which festive state they violated every principle of caution and boldly 
and unashamedly waged a combat with our locomotives for the Les 
of our very own rails. These gentlemen, acting in the interest of thet 
client, have rashly brought these matters to our attention, which mist 
otherwise hase escaped the railroad company’s notice, and they show 
feel very thankful if the company did not sue them heavily for 4 
maurauding and trespassing geese, who so boldly ate its grass, drat 
and played in its waters, consumed its bugs and worms, and Lope 
evil of all, littered its neat and tidy tracks and right of way t 
sundry feathers and what nots, after its unprovoked and arrogat 
attack upon our locomotives. 


PETITIONS FOR REHEARING, ETC. 


The Western Union Telegraph Company has asked Pé& 
mission to intervene in Valuation Docket 143. In the matte 
of the tentative valuation of the’ property of the Kankakee 
Seneca Railroad Company. 

Complainants, Natoma Rice Milling Company and Pacifi 
Rice Mills have asked the Commission to grant a further hear 
ing in No. 12341, Rosenberg Brothers & Co. et al. vs. Director 
General, in order to afford them an opportunity to presen 
evidence as to their respective rights to reparation. 
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Current Topics 
in Washington 


Court Action in Southern Pacific Case—In some form, it 
is believed, the question of the Commission’s power over -the 
problem raised by the application of the Southern Pacific for 
permission to acquire the Central Pacific, will reach the Supreme 
Court of the United States. The general idea is that it will 
go to that tribunal as a result of what the Commission does 
with the motion of the Union Pacific to dismiss the application. 
Should the Commission hold it has no jurisdiction, mandamus 
would lie compelling it to take the jurisdiction disclaimed by 
it, Should it hold it has jurisdiction, it is believed, it would 
be possible for the Union Pacific to sue for an injunction, al- 
though such a course, in advance of a determination of the 
application on its merits, it has been suggested, might not be 
politic. The courts, where there is no showing of immediate 
and calculable damage, are inclined to hold that the applicant 
for the equity writ should wait. until something has been done 
under a mistaken notion as to the power of the organization 
that proposed doing something. Mere taking of jurisdiction, 
it is believed, the courts would hold, could not result in dam- 
age to the Union Pacific. Therefore, if the Commission takes 
jurisdiction, it is suspected, appeal to the courts will be de- 
ferred until it passes on the merits, and then action would be 
needed, from the Union Pacific point of view, in the event 
permission should be granted. Denial of the application, on any 
ground other than a lack of jurisdiction, it is generally believed, 
would put the Southern Pacific down and out, so far as pos- 
session of the Central Pacific is concerned. Denial of the ap- 
plication on the ground that the separation had not been made 
and, therefore, that the Commission’s authority had not at- 


tached, might afford ground for getting the merits of the matter . 


to the courts, but an unsatisfactory one. A finding that the 
public interest would not be served by the control suggested 
would be such an exercise of discretion as to be proof against 
proceedings in court. The rule is well settled that the courts 
cannot do anything to question the wisdom of a decision of the 
Commission within the scope of its authority. The Union Pa- 
cific, in its arguments November 4, laid a foundation for attack- 
ing the Commission’s ruling in the event it holds it has juris- 
diction to entertain the application. Some of those who heard 
its arguments questioned the wisdom of making such a chal- 
lenge, as if the commissioners would be influenced in their 
consideration of the subject by the fact that the Union Pacific 
had questioned their jurisdiction. Those who had that idea, 
however, had not had much experience with the commissioners. 
If there are men in public service, it is suggested, that respect 
the man who tells them they do not know what they are talk- 
ing about, they are the ones. In fact, they appear to relish 
the few times when an attorney feels it his duty to tell them 
they are taking unto themselves duties not laid on them by 
the law, or are sinfully misconstruing the statute. The com- 
missioners and those who practice before its bar, because of 
the vast amount of administrative work the commissioners have 
to do, become well acquainted with each other, with the result 
that they can and do talk to each other, on law questions, with 
a frankness that probably would astonish practitioners before 
the courts; that is not to say that they treat each other with 
that familiarity which breeds contempt, but with that freedom 
which men show who are accustomed to looking at each other 


with level eyes and using words to convey, and not conceal, 
thoughts. 





A Single Regulating Commission.—Fairfax Harrison, presi- 
dent of the Southern, in submitting the annual report of the 
directors of that property to the stockholders, said the time 
seemed to have come for a single responsible (railroad) regu- 

ting commission. That was the conclusion with which he 

brought to an end his review of the happenings of the year. 
The first half of the year, he said, augured well for the whole 
year, but first the Commission ordered a ten per cent reduction 
i freight rates. Then the Labor Board ordered a reduction 
in the wages of certain classes of employes equal to the re- 
duction in freight rates, the reductions to take effect at the 
Same time. The Commission’s order went into effect, but the 
Te Wide strike was called against the reduction in wages. 
— strike, he said, was a “failure,” but it may well have had 
Mt nomic effect of postponing indefinitely any further dimi- 
é on of freight rates. Uncertainty,” he continued, “will con- 
pee to obscure hope in these respects so long as one govern- 
ps agency fixes income and another fixes outgo without 
Yama relation, the one to the other. If governmental agen- 
My are to continue to determine the destiny of the railroads 

hese vital respects, there must be such co-ordination between 
times agencies as will relate their policies and at the same 

€ establish their power to carry the whole purpose into 
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effect. The time seems to have come for a single responsible 
regulating commission.” 





Commission Standing Pat.—At the beginning of the neces- 
sity for car distribution so as to derive the greatest benefit 
from the reduced production of coal, the commissioners, unoffi- 
cially, took the position that their best plan would be to use 
the car service division of the American Railway Association 
as their machinery for carrying on car distribution work. One 
of the things the division having charge of car service matters 
determined on was that the Commission should not become 
responsible for the distribution of coal. Its experience as a 
coal distributing agency has not been pleasant. It decided to 
make general service orders and depend on the railroad 
organization to carry out the details. From that position it has 
not departed, although there have been invitations and cajoleries 
and just a little or what seemed political pressure, for a con- 
trary stand. In deciding to take formal possession of car 
distribution, which it did in its telegram to Senator Poindexter, 
it was only carrying out the determination it reached before 
the situation became acute. It made the point that it had not 
the organization and could not make one in time to do the work 
the Washington state people were demanding. There are pro- 
bably more than a score of men who do business with the Com- 
mission, who disagree with it. Nearly every man familiar with 
its work has an idea of the staggering amount of work it would 
take for the Commission to undertake the distribution of cars, 
even in one territory, let alone all territories. If the Com- 
mission took charge, one of the effects suggested by it in its 
telegram to Senator Poindexter, would be that of relieving the 
carriers of all responsibility. McAdoo took charge in several 
matters while he was Director-General. There are some ship- 
pers and traffic managers who think he did well. No man, it 
might be suggested, is so low in the estimation of his fellow 
men that there are not some who think he did well. Generally, 
however, when McAdoo took charge and undertook to do things 
“in a broad way,” which was the favorite expression in those 
days, the shippers were ready to swear that the country could 
not survive many more such efforts to do things in the McAdoo 
way. The Commissioners know much about what took place 
in those days and their reluctance to plunge in where angels 
might fear to tread is understood, most sharply, by those who 
went through the McAdoo days. Had the country not been at 
war, the conditions then would have been deemed intolerable 
and industries of the country would have been brought to a 
standstill, it is believed, simply because men would not stand 
for such confusion, if not chaos as prevailed several times. 





Franklin Lanes’s War Activities—There is hope among - 
those who have been reading letters written by the late Franklin 
K. Lane during the war, that among the letters that are to be 
given to the public by Mrs. Lane there will appear one or more 
telling why President Wilson took over the railroads at the end 
of 1917, and why Willian G. McAdoo was placed in charge of 
them, instead of some one who knew something about rail- 
roads other than engineering and financing. In one of the 
letters already published—to whom it was addressed was not 
set forth—Lane told about his part in getting the railroad 
executives in April, 15, 1917, into a national organization. He 
wrote: “My work on the national council of defense lately has 
been dealing with many things, chiefly mobilization of our rail- 
roads and the securing of new shipping. At my suggestion to 
Mr. Willard he called together the leading forty-five railroad 
presidents of the United States, and I addressed them upon 
the necessity of tying together all of the railroads within one 
pnit and making a single operating system of the 250,000 miles. 
They met the proposition splendidly and appointed a committee 
to effect this. It will require some sacrifice on the part of the 
railroads, and considerable on the part of the shippers; for free 
time on cars will have to be cut down, some passenger trains 
taken off, and equipment allowed to flow freely from one system 
to the other under a single direction, no matter who owns the 
locomotives or the cars. I put it up to them as a test of the 
efficiency of private ownership.” 





Election Significance not Clear.—No one at the time this 
was written had warrant for any conclusion as to the effect 
the election results would have upon the Esch-Cummins law. 
There was avowed opposition to it on both sides of the political 
line, so that, even assuming that President Harding would 


‘sign bills materially changing it, analysis of complete returns 


would be required to disclose the real situation. Speculation on 
that point, however, would be a waste of time. President 
Harding voted for its passage. So far as any one knows, his 
views have not undergone any profound change. Merely that 
the election went largely against his party, it is known among 
political wiseacres, is not reason for concluding that everything 
favored by him would be condemed by the Congress chosen in 
an election resulting unfavorably to his party. The outstanding 
fact is that the election resulted favorably to the opposition to 
President Harding and Former President Wilson. Senator 
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Frelinghuysen of New Jersey and Carmi Thompson in Ohio, 
both close personal and political friends of Harding, went down 
to defeat.. Theoretically, that was a great comfort to*"Woodrow 
Wilson. However, to offset those jolts for Harding, the voters 
returned Senator Reed, of Missouri, for whose defeat as a 
“marplot” the former president earnestly pleaded, by a whale 
of a majority, considering all the conditions. At the same time, 
they decisively repudiated Senator Hitchcock, of Nebraska, 
who supported Mr. Wilson’s fight for the League of Nations; 
emphasizing the defeat by electing the brother of William 
Jennings Bryan to the governorship. Among Republicans there 
was regret that the returns indicated the defeat of Senator 
Pomerene. That was because many of them hoped Ohio Repub- 
licians would show Pomerene they appreciated his refusal to 
bend the knee to union labor dictators. Among the other 
casualties of the election day of unusual interest to those who 
follow railroad regulation legislation was Senator Kellogg of 
Minnesota. The senator is a member of the Senate committee 
on interstate commerce. What happened to other members of 
the two interstate commerce committees on election day, except 
Senator LaFollette, was not definitely known. Senators Poin- 
dexter, Townsend and Pomerene were running so far behind 
that their defeat was regarded as almost certain. On the 
other side of the slate, the election of Brookhart, in Iowa, 
and Howell, in Nebraska, was deemed of unusual significance 
to those opposed to government ownership, because they are 
rated as government ownership men. While the result was 
regarded by many as a reversal, using 1920 as a base, the 
elections of 1890, 1892, and 1894, the old-timers recalled, were 
as stunning to the losers, if not more so. In fact, in 1890 
and 1894 the losers were so thinly represented in the House 
of Representatives that they almost had to double up to make 
shadows. The overturning this year, on the early returns, was 
not nearly so surprising. A. E. H. 


CHICAGO SHIPPERS CONFERENCE 


The annual meeting and luncheon of the Chicago Shippers 
Conference Association was held at the Hotel La Salle, Nov. 7. 
Carl R. Gray, president of the Union Pacific Railroad, and M. J. 
Gormley, chairman of the Car Service Division, of the American 
Railway Association, were the speakers. J. A. Brough, president 
of the association, announced the report of the nominating 
committee which had selected the officers for the coming year. 
Its report was unanimously adopted. The nominees were: 
president, Robert C. Ross, general traffic manager, Jos. T. Ryer- 
son & Son; vice-president, Geo. A. Blair, general traffic manager, 
Wilson & Co.; secretary, W. J. M. Lahl, traffic manager, Ameri- 
can Seating Co.; treasurer, R. W. Campbell, general traffic man- 
ager, Butler Paper Corporation; directors for three years, J. A. 
Brough, traffic manager, Crane Co., and J. W. Bingham, traffic 
manager, Corn Products Refining Company. 


Mr. Gray discussed the case of the control of the Central 
Pacific railroad by the Southern Pacific. He stated that the 
Union Pacific was not seeking to prevent the absorption of the 
Central Pacific by the Southern Pacific in order that the U. P. 
itself might gain control of their carrier, but wished only an 
independent Central Pacific which was not hostile to the inter- 
ests of the Union Pacific. He showed the present through line 
of the Southern Pacific from San Francisco to the east coast via 
New Orleans and the water route to New York, and declared 
that the Southern wished to control the Central Pacific so that 
it could prevent competition for transcontinental business. He 
said that the Union Pacific could institute its own rates through 
to the coast but must agree on these rates with a carrier whose 
interests were against the establishment of low rates on the 
short-line U. P.,.C. P. route. He declared that the control of the 
Central Pacific by the S. P. would mean the northern road’s 
decline for lack of interest by its owner in its progress. On ac- 
count of the Southern Pacific’s own transcontinental route, it 
was good business for it to allow the Central Pacific to weaken, 
Mr. Gray said. He urged the pressing nature of the present case 
and the finality of any decision reached, and warned Chicago 
shippers that the success of the Southern Pacific would mean the 
predominance of a strong transcontinental line which did not 
include Chicago and the middle west. 


Mr. Gormley talked of the present railroad situation and the 
efforts that are being made to relieve the car shortage. He 
said there were, on Oct. 1, 175,831 fewer serviceable freight cars 
than on the same date in 1920, and that the cars awaiting re- 
pairs constituted nearly 12 per cent of those on line. Up to 
Oct. 1, a total of 103,849 new cars had been installed or ordered, 
and in the last sixty days there had been heavier purchases of 
equipment than in any other similar period in the last eight years. 
Twenty-four seven per cent of the locomotives on line were 
awaiting repairs, according to Mr. Gormley’s figures—6 per cent 
higher than last year. In the last two weeks of October, grain 
loading amounted to 8,000 cars more than in 1921, a record grain 
year. In the week of Oct. 21, 1,003,759 cars were loaded, and the 
figures for the following week, although incomplete, would show 
in excess of 1,012,780 cars, only a little less than the peak loading 
of 1920. Mr. Gormley said that, in the first seven months of 
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1922, the railroads had handled 35,828,000,000 more ton mile 
than in 1914, with 41,270,000 less freight train miles. 

He declared that the greatest waste in transportation is the 
failure to utilize equipment to its fullest capacity. He urged the 
shippers to co-operate in the effort to reduce the empty ¢q 
movement by loading cars to their capacity and returning car 
to their own lines wherever possible. 

Over 300 members and guests were present. 


REVENUE FREIGHT LOADING 


Revenue freight loading probably reached the peak for 192) 
in the week ended October 28, when the total was 1,014,480 cars 
which was within 4,059 cars of the peak of 1920 when the larg. 
est loading in any week in the history of the railroads was 
recorded for the week ended October 15, 1920. Officials of the 
car service division of the American Railway Association, be 
cause of the usual seasonal decline in loading which occurs at 
this period of the year, do not expect the loading in any week 
in the remainder of the year to exceed that for the week 
ended October 28. 

The weekly tabulations of the car service division show 
that the. loading in the week ended October 28 exceeded the 


loading of the preceeding week on 1,003,759 cars and of the 


corresponding weeks of 1921 and 1920, when the loadings totaled 
951,384 and 981,242 cars, respectively. 

In the week ended October. 28 the loading of all com. 
modities, with the exception of grain and grain products, showed 
an increase over the preceding week. With the exception of 
coal, the loading of all commodities for that week exceeded 
the loadings of the corresponding week of 1921. 

Coal loading in the week ended October 28 totaled 197,928 
cars as against 210,630 and 222,986 cars in the corresponding 
weeks of 1921 and 1920, respectively. 

Loading by districts in the week ended October 28 and in 
the corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 10,152 and 
12,310; live stock, 4,035 and 3,640; coal, 57,170 and 56,603; 
coke, 2,050 and 2,690; forest products, 5,963 and 5,324; ore, 
5,228 and 4,321; merchandise, L. C. L., 64,838 and 66,005; mis 
cellaneous, 99,468 and 96,095; total, 1922, 248,904; 1921, 246- 
988; 1920, 238,442. 

Allegheny district: Grain and grain products, 3,561 ani 
2,791; live stock, 3,896 and 3,321; coal, 58,624 and 58,928; coke, 
5,814 and 2,611; forest products, 3,233 and 3,166; ore, 8,759 and 
5,122; merchandise, L. C. L., 50,382 and 50,417; miscellaneous, 
80,481 and 68,011; total, 1922, 214,750; 1921, 194,367; 1920, 
210,427. 

Pocahontas district: Grain and grain products, 212 and 
276; live stock, 369 and 441; coal, 18,881 and 25,000; coke, 37) 
and 212; forest products, 1,681 and 1,432; ore, 48 and 2; mer 
chandise, L. C. L., 5,464 and 5,881 miscellaneous, 3,779 and 4,029; 
total, 1922, 30,804; 1921, 37,273; 1920, 37,469. 

Southern district: Grain and grain* products, 4,041 and 
3,378; live stock, 2,654 and 2,307; coal, 22,830 and 26,790; coke, 
1,206 and 580; forest products, 20,992 and 16,937; ore, 1,34 
and 568; merchandise, L. C. L., 39,065 and 39,541; miscellaneous, 
46,357 and 40,833; total, 1922, 138,487; 1921, 130,934; 1920, 
129,367. 

Northwestern district: Grain and grain products, 15,59 
and 13,129; live stock, 10,214 and 10.139; coal, 11,299 and 12,586; 
coke, 1,480 and 872; forest products, 14,697 and 12,776; ore 
30,187 and 6,468; merchandise, L. C. L., 27,092 and 29,318; mis 
cellaneous, 42,709 and 39,964; total, 1922, 153,272; 1921, 125; 
247; 1920, 158,440. 

Central Western district: Grain and grain products, 12,40! 
and 12,4138; live stock, 17,370 and 13,915; coal, 22,582 and 24,585; 
coke, 322 and 196; forest products, 7,028 and 7,316; ore, 2,04 
and 763; merchandise, L. C. L., 31,362 and 32,477; miscellaneous, 
62,621 and 55,958; total, 1922, 155,738; 1921, 147,618; 1920, 
140,817. 

Southwestern district: Grain and grain products, 5,949 and 
3,913; live stock, 4,106 and 3,066; coal, 6,542 and 6,138; coke, 146 
and 285; forest products, 6,990 and 7,479; ore, 397 and 857; 
merchandise, L. C. L., 15,477 and 15,932; miscellaneous, 32,923 
and 31,337; total, 1922, 72,530; 1921, 68,957; 1920, 66,280. 

Total, all roads: Grain and grain products, 51,913 and 
48,210; live stock, 42,644 and 36,829; coal, 197,928 and 210,630; 
coke, 11,388 and 7,396; forest products, 60,584 and 54,430; ore, 
48,005 and 18,096; merchandise, L. C. L., 233,680 and 239,57; 
miscellaneous, 368,338 and 336,222; total, 1922, 1,014,480; 192) 
951,384; 1920, 981,242. : 





ATTACKS COMMISSION’S ORDER 


A mandamus suit to test the validity of the Commission’ 
order barring examination by carriers of valuation records 
the bureau of valuation has been brought against the Comm S 
sion by the St. Louis Southwestern Railway Company in tt 
Supreme Court of the District of Columbia. The carrier ~ 
asked the court to issue a writ of mandamus requiring t 
Commission to permit access to its valuation records to fic 
carrier. The order under attack was published in The Tr 
World of October 21, p. 880. 
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RIG MATERIAL REVISION 


A downward revision of rates on wooden oil well rig ma- 
terials has been ordered in connection with a report on No. 12047, 
Bradford Rig & Reel Company vs. Director-General, Atchison, 
Topeka & Santa Fe et al., opinion No. 7956, 73 I. C. C. 696-703. 
Rates, generally the same as those on lumber, are to be estab- 
lished, not later than January 29, on band-wheel, bull-wheel 
and calf-wheel arms, cants, and pins, carloads, from Tulsa, 
Okla., to destinations in Kansas, Louisiana and Texas; and 
similar rates on wooden tank material, from Tulsa, to points in 
Texas and Louisiana. The Commission found the former and the 
existing rates to be unreasonable and in some instances unduly 
prejudicial. On some shipments it found overcharges. 

In general terms, the decision follows the precedent set in 
the report on Parkersburg Rig & Reel Company vs. Director- 
General, 59 I. C. C. 751. The complainant asked for rates not 
exceeding those on lumber, but at the hearing showed there were 
no commodity rates on lumber from Tulsa to Louisiana, the move- 
ment of lumber being in the opposite direction. It undertook 
to show the lumber rates in Louisiana and Texas were on too 
high a basis. The defendants undertook to show they were too 
low. The Commission, finding no commodity rates on lumber 
from Tulsa to Humble, Tex., Shreveport, Oil City, and Harmon, 
Tex., ordered specific rates for the rig material to those points 
and said the lumber rates should apply at the others. 

Commissioner Hall dissented, saying rates on wooden tank 
and bull-wheel materials were not unduly prejudicial because 
they exceeded paper rates on lumber between the same points. He 
said no other basis for the finding of undue prejudice was set 
forth in the report. Nor was it stated, he said, what constituted 
the undue prejudice or who was unduly preferred. He said spe- 
cific reasonable rates should be prescribed and that rates on them 
should not be made dependent upon the measure of lumber rates 
which moved no lumber. 

The dissenting Commissioner made what looked like a be- 
lated dissent in the controlling Parkersburg Rig & Reel case when 
he said that “upon further reflection I am of opinion that our 
decision in Parkersburg Rig & Reel Co. vs. Director-Generai, 59 
I. C. C. 751, was wrong.” : 

The Commission’s finding exclusive of that part relating to 
the payment and bearing of the freight charges and the method 
in which the reparation statements should be prepared, is as 
follows: 


We find that the rates assailed were not_unreasonable or unduly 
prejudicial except to the following extent: That from Tulsa, Okla., 
the rates on wooden band-wheel, bull-wheel, and calf-wheel arms, 
cants, and pins, in carloads, to Eldorado, Kans., over the Missouri, 
Kansas & Texas and the Missouri Pacific, and to Houston, Fort 
Worth, Cisco, and Ranger, Tex., were, and that the present rates to 
Eldorado, Kans., over the route specified, and to the twenty Texas 
destinations hereinabove enumerated are, and for the future will be, 
unreasonable and unduly prejudicial to the extent that they exceeded 
or may exceed the rates contemporaneously maintained by defendants 
on lumber, in carloads, from and to the same points; and to Humble, 
Tex., were, are, and for the future will be, unreasonable to the extent 
that they exceeded or may exceed 32 cents prior to August 26, 1920, 
43 cents from that date, to and including June 30, 1922, and 39 cents 
thereafter; the rates on wooden tank material, in carloads, to Amarillo, 
Breckenridge, Houston, and San Antonio, Tex., are, and for the future 
will be, unreasonable and unduly prejudicial to the extent that they 
exceed or may exceed the rates contemperaneously maintained by 
defendants on lumber, in carloads, from and to the same points, and 
to Humble, Tex., are, and for the future will be, unreasonable to the 
extent that they exceed or may exceed 39 cents; the rates on wooden 
band-wheel, bull-wheel, and calf-wheel arms, cants, and Pins, in 
carloads, to Shreveport, La., and on these commodities and wooden 

k material, in carloads, to Shreveport, Oil City, and Harmon, La., 
are, and fort the future will be, unreasonable to the extent that they 
exceed or may exceed rates of 36 cents. 


LEASES AT NOMINAL RENTALS 


In a report on No. 6562, the Commission’s investigation into 
the leases of property owned by carriers to shippers at nominal 
rentals, the Commission said there was no justification for such 
leases and that it should be the policy of carriers, when leasing 
land to shippers, to obtain terms no less favorable than would 
be obtained under similar restrictions and conditions of use were 
the land owned independently of the railroad. The investigation 
Covered leases at New York, Fresno, Cal., and Spokane, Wash. 

- Commission said such favorable leases might be violations 
of Sections two, three and six of the interstate commerce law and 
of the Elkins anti-rebate act. 

a In making its report (opinion No. 7953, 73 I. C. C. 671-84) 

Commission disclosed only facts relating to the situation 

Spokane, although its hearings covered leases for stock 
scale coal piers and a grain elevator at New York, and 
5 Eponaen at Fresno, Cal. With regard to the situation at 
ian ane, the Commission said no shipper had said thé leases 

er investigation caused any undue prejudice against him 
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or gave an undue preference to his business competitors. 
As to the situations at New York and Fresno, it said 
nothing. It said owners of warehouses in Spokane had made 
complaints that they were unable to lease their warehouses 
on advantageous terms because of the competition of the rail- 
ways in the matter of rental charges. One of the complaints 
was separately heard at Spokane. The complainant was not 
a shipper so the complaint had to be dismissed, as the Commis- 
sion was without jurisdiction to grant the requested relief. 
(Pittwood vs. Northern Pacific, 51 I. C. C. 535). The subject was 
pe dealt with in Fireproof Storage Co. vs. Hines, 261 Federal, 

The situation at Spokane grew out of the fact that the gov- 
ernment, as part of the inducement to capital to construct the 
Northern Pacific, gave that carrier a right of way 400 feet wide, 
in addition to each alternate section of land. The city grew 
up around the right of way. The desirable sites for persons 
conducting businesses needing direct access to railroad facilities 
were on railroad property, whether the right of way or alter- 
nate sections were considered. The Northern Pacific testified 
that more than 50 per cent of the sites in that city suitable for 
warehouses were on the land adjacent to the tracks of the 
railroad. The sites, that. witness said, were much greater in 
value and importance than the sites along the tracks of the 
Great Northern and Spokane International. 


The Northern Pacific made most of its leases for periods of 
50 years and some for shorter periods, at rentals which the 
Commission figured ranged from 1.22 to 6 per cent of the tax 
value, doubled, which doubling was done to ascertain the true 
value poree. for taxation purposes, the law of Washington 
requirés property to be assessed at half its real value. The re- 
turn, on valuations made by the railroad company, in the Min- 
nesota Rate Cases in 1907-8, and in the lumber rate case of 1909, 
was considerably less than that, in some instances, the return 
being not more than half the percentages mentioned. The re- 
turns, calculated on the land, as valued by the Washington 
Commission, were also much lower than those given. 


The leases, in all instances except one, required the lessee 
to route his freight over the Northern Pacific, in preference 
to any other line, rates and services being equal. On inbound 
freight, the Commission figured, the preference was generally 
accorded. The leases permitted the railroad company to 
terminate them on short notice in the event the land was 
needed for railroad purposes. 


When the Spokane International and the Great Northern 
entered Spokane, they bought land adjacent to their tracks 
suitable for warehouses, presumably to be able to compete with 
the Northern Pacific. The first mentioned rented lots contain- 
ing unequal numbers of square feet for $10 per year. The land 
it rented for that nominal sum cost it about 25 cents per square 
foot, the Commission report said. An officer of the company 
said that, in his opinion, the rent was all the land was worth 
for the purposes for which it was leased. The Commission said 
it understood that since the hearing, the company had reformed 
its leases. It still has many lots available for warehouse pur- 
poses. 


The Great Northern bought land at a cost of something 
more than 6 cents per foot and leased lots, each containing 5,000 
square feet, for $100 a year. Its rents brought in from 3 to 6 
per cent on the land value. 

Witnesses for all the carriers, the Commission’s report said, 
asserted that in their best judgment, considering locations, re- 
strictions in the leases and the: surplusage of warehouse sites 
in Spokane, the rentals were adequate and as high as it was 
possible to exact if they were to induce shippers to locate and 
remain on their terminal lands. The Commission said that, 
although the leases required the tenants to pay all taxes and 
assessments, on the leased lands, the record did not satis- 
factorily show that in all instances the lessees actually paid the 
charges or reimbursed the railroad companies which had paid 
them. In discussing the law respecting the subject, and its 
conclusions, the Commission said: 


The interstate commerce act contains no provision authorizing 
us to prescribe or regulate the terms or conditions under which car- 
riers may lease their lands to shippers. The authority which we have 
over such leases is wholly indirect, and comes into being only where 
the lease results in some violation of the interstate commerce act or 
other statute-which we administer. Such violations may occur when 
the terms and conditions of the lease are so favorable to the lessee 
that it is clear that the real consideration for the lease must in part 
he found elsewhere, namely, in the freight which he ships over the 


lines of the lessor carrier. Stated differently, when a carrier permits 


a shipper .to use valuable lands to which the carrier has title, with- 
out charge or without reasonably adequate charge, the practical ef- 
fect is to reduce that shippers transportation charges, so that there 
results what amounts to a refunding or remission of some portion 

Under such circumstances there may be a 


of the published rates. 
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vi on of sectiod 2 of the interstate commerce act, which prohibits 
eg of a greater or less compensation for any service ren- 
ered than is received fora like and contemporaneous service in the 
transportation of a like kird of traffic under substantially similar cir- 
cumstances and conditions; of section 3, which prohibits undue pref- 
erence of or undue prejudice to ee or ‘ocalities or particular de- 
scriptions of traffic; of paragraph. 7 of section 6, which requires the 
publication and filing of tariffs and prohibits the receiving of a 
greater or less compensation for any service rendered than is specified 
in such tariffs; or of the Elkins Act, as amended, which prohibits both 
carriers and shippers from giving or receiving rebates, concessions, 
or disciminations. Penalties are provided for the violation of section 
2 and paragraph 7 of section 6 of the interstate commerce act which 
are enforceable in criminal proceedings, and also for the violation 
of the Elkins: Act. 

We shall go no further in this report than to indicate some of 
the underlying principles which, in our opinion, should govern cCar- 
riers in the leasing of lands to shippers and which are illustrated by 
the evidence which has already been summarized: 

1. No justification exists for the leasing of railway lands to 
industries at a nominal rental charge. In cases where nominal or 
wholly inadequate rentals are reserved in leases it is evident, and 
indeed conceded, that traffic considerations are the moving cause 
so far as the carriers are concerned. Where it clearly appears that 
the traffic of the lessee is in part the consideration for the lease, 
the conclusion follows almost inevitably that the transaction amounts 
to a concession to the shipper-lessee, in violation of the Elkins Act 
and of sections 2 and 6 of the interstate commerce act. 

2. A provision in a lease of railway land whereby a shipper 
ee to route over the lines of the lessor carrier or its connections 

l or any part of the traffic which the shipper is able to route 
amounts to an acknowledgment that the consideration for the mak- 
ing of the lease was in part the exchange of traffic by the shipper 
for the right to occupy the land. 

8. The determination of the value of leased premises by mutual 
agreement of the shipper and carrier, and revaluation from time to 
time by similar agreement, is an arrangement inconclusive of actual 
values and open to serious abuse. 

. Every effort should be made by carriers to obtain, when leas- 
ing land to shippers, terms no less favorable than would be obtained, 
under similar conditions and restrictions of use, were the land owned 
independently of the railroad. 

The facts disclosed by this investigation strongly support the 
general conclusion that the above principles have not been sufficiently 
observed by the carriers, and that their leases of land not used for 
railroad purposes have often been a medium of unwarranted con- 
cessions to shippers. Effective public supervision in this matter is 
obviously very dfficult, but we have reason to believe that this 
investigation and the publicity attendant upon it have in themselves 
led to improvements in the practices of carriers. We have in the 
pest referred to the Department of Justice for appropriate proceed- 
n cases which seemed to warrant such action. In this connection, 
shippers and others who believe that they are subjected to undue 


prejudice and disadvantage can be of assistance by bringing such 
situations to our attention. 


LOUISVILLE GRAIN CHARGES 


The Commission has dismissed No. 13161, Ballard & Ballard 
Co. vs. Director-General, opinion No. 7970, 73 I. C. C. 738-40, 
holding the rates on wheat and corn, from Indiana points to 
Louisville, on shipments made between July 12, 1918, and 
December 15, 1919, were not unreasonable. 

Attack was made upon the rates in question on the theory 
that the rates to Louisville should have been no more than one 
cent greater that the charges to Jeffersonville, Ind. The one 
cent idea was based upon the fact that for a long time prior to 
federal control rates from points were one cent above those to 
Jeffersonville and that for a long time the bridge toll was also 
one cent. From that brace of facts, the Commission said the 
complainant inferred rates were made to Louisville, origin- 
ally, by adding one cent to the Jeffersonville rates, -te cover the 
bridge toll. The carriers pointed out, and the Commission 
accepted their explanation, that rates were not made in that 
way and that it was a mere coincidence that for a long time 
rates from some Indiana points were one cent higher than those 
to Jeffersonville and that the bridge toll was also one cent. To 
prove that addition of the bridge toll was not the method for 
constructing rates, the Commission pointed out that from points 
east of the Indiana-Ohio line and from St. Louis, to Louisville, 
the rates to the latter point were no higher than those to north- 
bank points. That, the report said, was due to the fact that 
the Louisville & Nashville and the Southern were interested 
in carrying to the south-bank points. To equalize Louisville 
mills with competitors, in some instances, the’ Southern and 
Louisville & Nashville provided for a refund of the bridge toll, 
br one cent, on grain from north of the Ohio, milled at Louis- 
ville. 

The Commission held that rates to Louisville 1.5 and 2 cents 


above those to Jeffersonville, on the record, could not be held 
unreasonable. 


SWITCHING INCREASE FORBIDDEN 


A finding of non-justification has been made in I. and S. 


No. 1552, Increased Switching Charges at Jamestown, N. Y.. 


(mimeographed without page or opinion numbers), as to such 
charges between industries situated on the Erie and its junction 
with the Jamestown, Westfield & Northwestern: The proposal 
was to establish a rate of 28 cents per ton, $7 per car minimum, 
to replace a charge of $3.15 to or from the eastern division of the 
Erie, and one of $6.30 to or from the western division. The inter- 
change point is on the eastern division. Protest by the James- 
town, Westfield & Northwestern caused the tariff to be sus- 
pended. 
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The two railroads are the only ones serving. Jamestown, 
The electric line is 32 miles long. At Mayville it connects with 
the Pennsylvania. It began business in 1913, being organizeq 
to take over the Jamestown, Chatauqua & Lake Erie, a steam 
railroad. The property was electrified. When that was done, 
it leased its freight terminals to the Erie for 20 years and can. 
celled the joint rates which had theretofore been had with the 
Pennsylvania. 

Early in 1922, the report said, it resumed handling to or 
from Jamestown in connection with the Pennsylvania. The 
charges for switching, which are held in effect by the finding 
of non-justification, were those established in 1913, increased 40 
per cent and reduced 10 per cent, in accordance with Ex Parte 
74 and Reduced Rates, 1922. They were reciprocal when es. 
tablished, but according to the report, the Erie, when it pub. 
lished the proposed increase, in May, 1922, put them on a non. 
reciprocal basis because it now reaches all industries. Thirty 
per cent of the traffic to and from industries in Jamestown, 
the report says, originates on the terminal tracks leased by 
the Erie from the electric road. 

The Erie based its case in behalf of the higher charges 
on a cost study founded on the switching operations on three 
days in December, 1921, showing an engine-hour cost of $13.577 
per car on all switching and an assumption that seven move. 
ments were needed on a car to accomplish switching to which 
the higher charges were to be applied. It figured the aver- 
age revenue that would be derived from the increased charges 
at $12.954. The Erie assumed a switching operating ratio 
of 75 per cent and said the reasonable charge for switching a 
car would be $13.19, or something more than the average rev- 
enue it figured it would derive from the new charges of 28 
cents per ton, minimum $7 per car. 

The Jamestown electric disputed the operating ratio but 
its chief attack, the report said, was upon the assumption of 
seven movements of a revenue car in the service upon which 
the new charges were to apply. It produced one switchman 
who said the movements would be three, and two other wit- 
nesses who said they would number four. The Erie’s witness, 
the report said, had no knowledge of the work actually done, 
but testified that generally it took seven movements to accom- 
plish such switching as was under consideration. 

It was possible, the Commission said, the present charges 
were too low but that the Erie had not sustained the burden 
of showing that those proposed would be just and reasonable. 


ACQUIESCENCE BY SHIPPERS 


An order of dismissal has been entered in No. 12604 North 
Packing & Provision Company et al. vs. Director-General, Bos- 
ton & Maine et al., opinion No. 7975, 73 I. C. C. 749-52. The 
order also covers two sub-numbers in which the complaints 
were against the Director-General, Union Freight Railroad 
et al. and the Director-General, Boston & Albany, et al. 

The Commission held a route justifiable embargoed against 
certain traffic is not available to a shipper tendering such 
traffic; that a carrier participating in such a route may refuse 
to accept a shipment so tendered and is not bound to protect 
the rate over the embargoed route if the shipper elects, because 
of such embargo, to forward his shipment by a more expensive 
route. On the facts in these cases, it held the rates on carloads 
of cured meats and lard from points in Massachusetts to Wee- 
hawken and Jersey City, for export, in the latter part of 1917 
and from that time forward, higher than those applicable over 
the usual routes of movement for such traffic, were not un 
reasonable or otherwise unlawful. 

Embargoes placed against all freight for export through 
New York, made necessary in the later part of 1917, caused the 
complaints. The shipments in question moved over unusual 
routes. Some shipments moved over routes specified, from 
Boston, East Cambridge, Brightwood and Worchester, to Wee 
hawken and Jersey City. As to most of the shipments the com 
plainants made no attempt to route. 

But steamship agents who applied for permits to ship, such 
as were available for shipments other than those to officials 
of the United States government, specified routes over which 
charges higher than those applicable over the usual routes, 
were in effect. The Commission held the shippers whose 
freight went forward on permits issued to agents of the steam: 
ship companies acquiesced in the forwarding over the more 
expensive routes and that there was no obligation on the part 
of the carriers to protect the rates applicable over the less 
expensive routes. 2 : 

Most of the-shipments in question were for Belgian Relief 
Commission. The permits under which they moved were PI 
cured by the steamship agents. They specified the routing, 
quantity to be shipped, and the time limit during which the 
shipments would be accepted for transportation. The routing 
requested in the application was in some instances granted. 
In others it was disregarded and the route inserted in the 
permit which appeared to those in charge of its issuance, to 
promise the greatest speed and efficiency in transportation. The 
charges over the higher-cost routes exceeded those over the 
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The cheaper routes included free lighterage in New York harbor. 
fhe Commission said it did not appear what was paid, if any- 
thing, for lighterage; upon traffic via the unusual routes. 

Complainants contested that, since they were subjected 
to higher charges than would have resulted if they had not been 
powerless to direct routing, the rates over the cheapest routes 
should be protected, and reparation awarded accordingly. 
They contended for that under General Order No. 1, of the 
Director-General and the Commission’s order of April 26, 1918, 
giving effect to that order, so far as the Commission was con- 
cerned. 

Aecording to the Commission’s report the only issue in 
the cases was whether or not the complaining shippers were 
denied the right under section 15, paragraph 8, to. designate 
in writing by which of two or more routes their property should 
be transported. Respecting that issue the Commission said: 


The act of the steamship agent in applying for the permit must 
be considered the act of the shipper. Therefore, the shipments which 
moved over routes designated in the applications for permits may be 
eliminated, here the routing specified in the applications was not 
observed or where no routing was so specified a situation not con- 
templated by our order of April 26, 1918, is presented. That order 
provided_ that where the routing specified in the bill of lading was 
disregarded by carriers and a more expensive routing selected charges 
should be adjusted according to the rates applicable over the route 
specified. In the instant case the shipper was first given the oppor- 
tunity of acquiescing in the route which happened to be available as 
the time, whether or not specified in the application, and the ship- 
ments were not accepted for transportation until the shipper ac- 
quiesced in these conditions. 

Common carriers have the right, in order to prevent complete 
paralysis of their operating facilities, to protect themselves by em- 
bargo against acceptance of freight over a certain route or routes 
which may be congested. That right was exercised by defendants, 
and the embargo which affected complainants’ shipments also af- 
fected all routes serving the port of New York and all export traffic 
intended for shipment to that port, except shipments for the United 
States Government and shipments as to which the embargo was 
lifted by special permit. A route that is embargoed against certain 
traffic can not be said to be available to shippers tendering certain 
traffic. We have Sreaventiy construed section 15 to impose upon com- 
mon carriers the duty, in the absence of contrary routing by the ship- 
per, to forward shipments over the cheapest available route, and 
failing to do so, carriers have been found liable to the damaged ship- 
per in the amount of the difference between the rate charged and 
the rate over the cheapest available route. But where, as here, be- 
cause of congestion or other justifiable cause and consequent embargo, 
the route is not available, the carrier does not violate its duty if it 
refuses to accept the shipment until after the shipper agrees to a 
route that is available. en confronted with such circumstances 
the shipper has the opinion of accepting the cheapest available route, 
or of withholding shipment until the desired route becomes available. 
In these instances complainants exercised their option by voluntarily 


accepting the cheapest routes that were available when .the permits 
were issued. 


INDUSTRIAL .RAILWAY RATES 


In a report on further hearing in No. 8778, Atlas Portland 
Cement Co. et al. vs. Northampton & Bath et al., opinion No. 
1955, 73 I. C. C. 687-95, the Commission found rates on interstate 
trafic to and from points on the Northampton & Bath (owned 
by the Atlas Portland Cement Co.), except those on cement, un- 
reasonable, to the extent they exceeded the rates to and from 
the points of junction between the Northampton & Bath and its 
trunk line connections. As to the rates on cement, it reversed 
itself, going from its original finding that they were unreason- 
able, to the opposite conclusion that they were reasonable. It 
withdrew its award of reparation on shipments of cement. The 
finding on the further hearing covers shipments between April 
1, 1914 and January 8, 1916. 

The case grew out of the cancellation of joint rates with in- 
dustrial railroads, made by the trunk lines April 1, 1914, when 
they concluded, from the Commission’s decision in the First In- 
dustrial Railways case that industrial railroads were not com- 
Mon carriers at all and not entitled to any compensation for any 
of the services performed by them. Shortly after the cancellation 
of the joint rates the Supreme Court decided the Tap Line Cases, 
hecessitating a retreat by the Commission from the position it 
had taken. 

Reparation was the only question involved in this case. In 
the original report, 52 I. C. C. 387, the Commission held the in- 
creased rates resulting from the cancellation of the joint rates, 
* everything, were unreasonable because the carriers, it said, 

ad not offered any testimony to show the rates were reason- 
able and therefore had not sustained the burden put on them by 
po law. The case was reopened in 1920. The claims for repara- 
‘on amounted to $176,906, that sum being the amount the ship- 
bets had paid to the Northampton & Bath because the trunk lines 
had cancelled the joint rates and shippers had to pay the 
charges of the industrial railroad. About $175,000 of that claim 
Was against the Jersey Central, for shipments routed via North- 
ampton. The claims covered both state and interstate shipments. 
E The trunk lines said the Atlas Portland Cement Company 
on hot damaged when it paid higher rates than other cement 
No in the Lehigh district because when it paid money to the 
é tthampton & Bath it paid money to its other self. They said 
a Atlas paid higher charges on its cement than any other 
ane mill in the district because it was the only mill in the 
Tiet having an industrial railroad and that what it paid to 
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the Northampton & Bath was merely an expense which its com- 
peting mills also paid out for having their switching done by 
their own engines, and for which the other mills received nor 
receive any allowance. 

Commissioner Hall concurred in the conclusions as to cement 
but said he thought they, should have been extended so as to 
cover the inbound shipments of coal: Commissioner Daniels con- 
curred in part, but which part he did not specify. Commissioner 
Lewis dissented, without saying why. 


APPLICATION OF DIFFERENTIAL 


The Commission has dismissed No. 12549, Gulf Refining Com- 
pany of Louisiana vs. Director-General, Pennsylvania et al., 
opinion No. 7966, 73 I. C..C. 729-30, with which was joined sub- 
number 1 of the same complaint, Same vs. Same, holding the 
rates of 69 and 89 cents on steel plates and tank material, 
knocked down, from Leetsdale, Pa., to Dubberly and Mansfield, 
La., assessed on 33 carloads to Dubberly and 11 carloads to Mans- 
field, between December 30, 1919, and March 8, 1920, were not 
unreasonable or unduly prejudicial. The complainant alleged the 
rates were unreasonable and unduly prejudicial to the extent they 
exceeded 63 and 83 cents, alleged by it to have been the contem- 
poraneous rates on iron plates, from the same point of origin to 
the same destinations, which rates, it said, would have been ap- 
plicable but for the elimination, through oversight, of a com- 
modity differential of 19 cents as between iron and steel plates, 
from the Pittsburgh district to points in Texas, from the western 
classification when the consolidated classification was published. 

The report said the complainant’s contention that the rule 
applied to the commodity differential of 19 cents on iron plates, 
was untenable. It said the tariffs contained no provision making 
the commodity item subject to the rule that if an article made 
of iron took a given rate, an article made of steel should take 
the same rate. Therefore, it said, the elimination of the rule 
had had no effect on the rates in question. Besides, it said no 
iron plate had ever moved on the rate and the railroads said 
they intended to cancel it. 


FREIGHT AUTOMOBILE RATES 


First-class rating and rates, governed by Western Classifica- 
tion, on freight automobiles and chassis, set up, from various 
points of origin to Texas, have been found not unreasonable, in 
a decision on No. 12998, State Highway Department of Texas vs. 
Director-General, Chicago & North Western et al., opinion No. 
7971, 73 I. C. C. 741-2. The complaint, which has been dismissed, 
alleged the first-class rating and rates, between June, 1919, and 
February, 1920, were unreasonable and unduly prejudicial be- 
cause they exceeded the second-class rating and rates which be- 
came effective August 31, 1921, after the shipments moved, as 
proposed by the Western Classification Committee; and the fact 
that when the shipments moved the ratings and rates in both 
official and southern territories were second. 

The shipments were of freight automobiles and chassis 
which the Texas authorities had received from the United States 
bab the federal government distributed its surplus war ma- 
terial. 

The Commission said a mere showing of a reduction in a 
rating or a difference between ratings in different classifications 
afforded no basis for a finding of unreasonableness. And in any 
event, the Commission said, an award of reparation would not 
necessarily follow from a finding that a classification rating was 
unreasonable. 


OIL RATE UNREASONABLE . 


Reparation has been awarded on a finding of unreasonable- 
ness made in No. 12060, National Refining Co. vs. Director- 
General, Lake Erie & Western et al., opinion No. 7952, 73 I. C. 
C. 668-70, as to rates on petroleum and its products, from Find- 
lay, O., to Indianapolis, applied on shipments between April 22, 
1918, and May 7, 1919. - In that period the complainant shipped 
107 carloads and paid charges at the applicable rates of 14.5 
cents prior to June 25, 1918, 18 cents between June 25 and 
August 9, 1918, and 19 cents thereafter. The Commission found- 
the rates unreasonable to the extent they exceeded 90 per cent 
of the fifth class rate between Findlay and Indianapolis between 
April 22 and August 9, 1918, and 18 cents thereafter and awarded 
reparation. 

The carriers, in making their commodity rates on petroleum, 
used the distance between the two points, 191 miles, via the 
Lake Erie & Western. In. making their class rates they used 
the short-line distance via Muncie. Petroleum rates were sup- 
posed to be 90 per cent of fifth class until the 4.5-cent com- 
mutation agreement came into effect. The Commission held the 
railroads should have used the distance via Muncie in making 
the rates on petroleum and awarded reparation to that basis. 


MUST ACCORD COAST RATES 


In a report on No. 12914, Willamette Valley Lumbermen’s 
Association et al. vs. Southern Pacific et al., opinion No. 7968, 
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73 I. C. C. 783-4, the Commission held rates on lumber and other 
foroest products, from points in Oregon on the main and branch 
lines of the Southern Pacific south of Portland and north of and 
including Leona, and from points on the Astoria branch of the 
Spokane, Portland & Seattle, to destinations in Montana, the 
Dakotas, Minnesota and Wisconsin on the main and branch lines 
of the Soo Line, unduly prejudicial, because the defendants 
maintained coast group rates from other points on their lines 
to the same destinations, while maintaining higher ones from 
the points of origin mentioned. The undue prejudice is to be 
removed not later than March 1. 

In an earlier case of the same title, 51 I. C. C. 250, the 
Commission made a holding of undue prejudice. Inasmuch as 
the rates did not apply from Portland to Soo Line points except 
over routes made up in part of carriers not defendants in the 
earlier proceeding, the Spokane International and Canadian Pa- 
cific declined to publish the group rates to the Soo Line des- 
tinations. A new complaint was filed, making the two carriers 
mentioned parties to it so as to have the first finding extended 
to them in the instant case. 


FUEL OIL DIFFERENTIAL ORDERED 


In a report on No. 12471, L. V. Nicholas Oil Co. et al. vs. 
Atchison, Topeka & Santa Fe et al., opinion No. 7965, 73 I. C. C. 
725-8, the Commission held the rates on petroleum distillate, of 
about 38 Baumé test, from Cushing, Okla., and Independence 
and Coffeyville, Kan., to Omaha, on shipments moving in 1917 
were not unreasonable. It further held the rates on road oil 
from Cushing to Florence, Ralston and Omaha, Neb., and those 
on fuel oil, from LeRoy, Kan., to Council Bluffs, and from Cush- 
ing to Florence, all in the same year, were unreasonable to the 
extent they were more than five cents less than the rates on 
the refined oils, prior to August 26, 1920, and for the future 
would be unreasonable to the extent they exceeded the rates 
prescribed for the period prior to August 26, 1920, inflated and 
deflated in accordance with the increased and reduced rate 
cases since that time. Reparation is to be- made to the bases 
indicated. 

There was sOme question as to the character of the dis- 
tillate, the complainant contending it really was gas oil and 
entitled to the rates on crude, fuel and gas oils. The Com- 
mission, however, was not convinced that it was gas oil and 
therefore refused to disturb that phase of the controversy be- 
tween the railroads and the complainant. It said the order of 
purchase called for distillate and that the purchaser probably 
would have rejected the shipments had they not been distillate. 


REPARATION ON NAILS, ETC. 


A finding of unreasonableness and an award of reparation 
have been made in No. 12220, Pittsburgh Steel Co. vs. Director- 
General, Pittsburgh & Lake Erie et al., opinion No. 7960, 73 
I. C. C. 715-6, as to a rate of 25.5 cents, fifth class, on a carload 
of nails and a mixed carload of nails, wire and staples, from 
Monessen, Pa., to Weston, W. Va., imposed on shipments made 
in July, 1919. Contemporaneously there was a rate of 19.5 cents 
from points in the Pittsburgh district, on the Baltimore & Ohio 
to Weston, other than Monessen, a local point on the Pittsburgh 
& Lake Erie, the Baltimore & Ohio being the delivering carrier 
at Weston. Prior to November 1, 1918, the 19.5-cent rate also 
applied from Monessen. It was restored October 27, 1919. 

The Director-General alone defended the case. He opposed 
reparation. The Commission held that, inasmuch as the freight 
was sold on the basis of f. 0. b. Pittsburgh, the complainant’s 


* customer deducted the excess of 25.5 over 19.5 cents from the 


invoice price and that therefore the complainant was entitled 
to reparation. 


STONE CHARGES UNREASONABLE 


An award of reparation on account of unreasonable charges 
on stone from the complainant’s quarry to its plant in Mankato, 
Minn., during federal control, has been made in No. 12930, Carney 
Cement Co. vs. Director-General et al., opiniono No. 7969, 73 
I. €. C. 735-7. The Commission said the charges were unrea- 
sonable to the extent they exceeded $6 per car, the distance 
the stone moved being about 6,800 feet. 


EXPORT LUMBER RATES 


The Commission has dismissed No. 12570, Southern Pine 
Association et al. vs. Director-General, Alabama Great Southern 
et al., opinion No. 7967, 73 I. C. C. 731-2, holding the carload rates 
to gulf ports on lumber for export from points on the defendants’ 
lines in southern territory east of the Mississippi not unreason- 
able, unjustly discriminatory, or unduly prejudicial. 


SCRAP IRON RATE 
An order of dismissal has been entered in No. 13350, Louis 
Cohen & Son vs. New York Central et al., opinion No. 7974, 73 
I. C. C. 747-5, the Commission holding the rate on scrap iron, in 
carloads, from Newberry Junction, Pa., to Holyoke, Mass., in 
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November, 1920, and February, 1921, was not unreasonable or 
unduly prejudicial. 


PETROLEUM COMPLAINT DISMISSED 
The Commission has dismissed No. 13209, H. A. Logan, re- 
ceiver for the Warren Oil Company of Pennsylvania, vs. Director- 
General, opinion No. 7973, 73 I. C. C. 745-6, holding the rate on 
38 tanks of crude petroleum from Beattyville, Ky., to Wallace- 
burg; Ont., shipped in November, 1919, and January, 1920, was 
not unreasonable or otherwise unlawful. A combination of 35.5 


‘cents was applied over a route specified by the shipper. Con- 


temporaneously, through error of publication, a rate of 35 cents 
was effective. Reparation was sought to that basis. A succes- 
sion of errors took place in an effort to correct the original error 
and the rates, as intended, did not become effective until Novem- 
ber 30, 1921, when the rate over both routes became 35.5 cents. 


MINIMUM CAR CHARGE UPHELD 


Holding the $15 per car charge on straw not unreasonable, 
the Commission has dismissed No. 12323, Edgar C. Foster vs. 
Director-General, Chicago & Alton, opinion No. 7964, 73 I. C. C. 
723-4. The complaint alleged the $15 per car charge as applied 
to straw from Middletown, Hopedale, Delavan, Athens, Atlanta, 
Mount Joy and Tazewell, Ill., to Peoria, during federal control 
was unreasonable. The holding was based largely, if not en- 
Sn on United Paperboard Co. vs. Director-General, 69 I. C. C. 


CHARGES ILLEGAL 

A finding of illegality and unreasonableness has been made 
in No. 12870, Indiahoma Refining Co. vs. Director-General, Atchi- 
son, Topéka & Santa Fe et al., opinion No. 7954, 73 I. C. C. 685-6, 
as to the charges collected on three carloads of wrought-iron 
and cast-iron pipe, pipe fittings and connections from Drumright, 
Quay and Shamrock, Okla., to Ranger, Tex., in November and 
December, 1918. The Commission found the charges were made 
on rates not applicable to the shipments. Class rates were col- 
lected notwithstanding the existence of a commodity rate of 
44 cents from Muskogee and other points in Oklahoma in the 
Same general territory as the points of origin involved in this 
complaint, to the same destination. The Commission found the 
charges illegal and unreasonable to the extent they exceerer 
44 cents from Quay, 51.5 cents from Shamrock and 52 cents from 
Drumright, and ordered reparation. 


ROCK AND GRAVEL RATE 
The Commission has dismissed No. 12024, Arizona Packing 
Co. et al, vs. Director-General, opinion No. 7959, 73 I. C. C. 
713-14, holding the rate on crushed rock, sand and gravel, from 
Tempe, Ariz., to Cactus, formerly Portland, Ariz., during fed- 
eral control,, were not unreasonable or otherwise unlawful. 


NEWSPRINT PAPER RATES 


A finding of illegality and unreasonableness, and an award 
of reparation have been made in No. 11494, Waco Chamber of 
Commerce et al. vs. Director-General, Big Fork & International 
et al, opinion No. 7958, 73 I. C. C. 708-12 as to rates on news- 
print paper from International Falls, Minn. and Fort Frances, 
Ont., to Waco, Tex., on shipments that moved between May 239, 
1918 and February 2, 1920. The Commission held that limita- 
tions as to value, attached to rates on the commodity in ques- 
tion from International Falls, Minn., were unlawful and void, 
because they were attached without authority therefor having 
been obtained. As to the limitations on paper from Fort 
Frances, the Commission said it was under no compulsion to 
make a ruling inasmuch as it held the rates unreasonable. It 
held the rates unreasonable to the extent they exceeded 52 
cents prior to June 25, 1918, 65 cents from June 25, 1918, and 
August 25, 1920, and 87 cents subsequent to August 26, 1920. 
It awarded reparation to the Southern Publishing Company, the 
shipper in this instance, to the basis indicated. 


GASOLINE CASE DISMISSED 
An order of dismissal has been made in No. 13086, Standard 
Oil Co. vs. Director-General, and Akron, Canton & Youngstown, 
opinion No. 7972, 73 I. C. C. 748-4, the Commission finding that 


_ rates on gasoline, in tank cars, 29 of them, from Greybull and 


Casper, Wyo., to Akron, O., shipped between August 20 and 
October 31, 1918, were not unreasonable. The complainant col- 
tended the combinations on the Mississippi were unreasonable 
to the extent the factors east of the Mississippi, via the two 
routes of movement, exceeded 22.5 cents. They were 25.5 cents 
because the Akron, Canton & Youngstown, which was not under 
federal control, did not observe the rule for making rates by 
combination that was put into effect. over roads under federal 
control. It published the rule, effective October 31. The com 
plainant contended the belated publication amounted to a com 
fession that the prior rates were unreasonable. The road not 
under control, as a matter of fact, admitted they were unreason 
able. The Director-General denied they were unreasonable. 
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roads east of the Mississippi participated in the hauls to Youngs- 
town O., hence his standing in the case. 


CANNED CONDENSED MILK 


A finding of unreasonableness and an award of reparation 
have been made in No. 12245, Wisconsin Dairy Products Co. 
vs. Akron, Canton & Youngstown et al., opinion No. 7961, 73 
1. C. C. 717-8, as to rates on canned condensed milk from Stough- 
ton, Wis., to destinations in Central, Trunk Line, Atlantic Sea- 
board and Virginia territories, between January 1, 1919, and 
January 1, 1921. The Commission said they were unreasonable 
to the extent they exceeded the rates on canned vegetables and 
awarded reparation on 362 carloads to that basis. Canned con- 
densed milk was rated fifth class in Southern and Western 
territories and fourth in Official at the time the shipments 
moved, but by exception in the Official it was also accorded fifth 
in that part of the country. The carriers, however, maintained 
joint rates in excess of fifth class, from Stoughton, hence the 
complaint. 


WYOMING-MINNESOTA COAL RATES 


The Commission has dismissed No. 12273, F. L. Starbeck 
vs. Director-General, Chicago, Burlington & Quincy et al., opin- 
ion No. 7962, 73 I. C. C. 719-20, holding the rate on a carload 
of coal from Alger, Wyo., to Montevideo, Minn., applied in 
September, 1919, not unreasonable, unjustly discriminatory or 
unduly prejudicial. 


REPARATION ON STOCK CATTLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 12315, J. D. Sugg and B. F. Johnson vs. 
Chicago, Rock Island & Pacific et al., opinion No. 7963, 73 I. C. C. 
721-2, as to rates on stock cattle from Suggs and San Angelo, 
Tex., to Chickasha, Okla., in October and November, 1917. At 
the hearing the Rock Island expressed willingness to make re- 
fund to the basis of the rates established February 8, 1918, which 
were in conformity. with decisions of the Commission, and the 
award was to that basis. 


DRIED SWEET CORN RATING 


A finding of unreasonableness and an award of reparation 
have been made in No. 12836, Albert R. Hostetter Company vs. 
Dayton, Toledo & Chicago et al., opinion No. 7982, 74 I. C. C., 
17-18, as to the application of third class less-than-carload, on 
five carloads of dried sweet corn, shipped from Union, O., to 
Chicago and Kansas City, shipped between August 30 and Octo- 
ber 29, 1920. 

The case grew out of<«the cancellation of a carload rating, 
fourth, at 30,000 pounds minimum, on dried sweet corn when the 
classification was revised after the 1919 shipping season. The 
classification committee said the carload rating of fourth class 
was eliminated because its members thought dried sweet corn 
never moved in carload lots. Elimination of the rating was not 
discovered by the shipper until after the beginning of the 1921 
shipping season. Immediate steps were taken to have the rating 
restored and restoration was accomplished in the spring of 1921. 
The defendants did not defend the application of the less than 
carload rating to the carload shipments and expressed a will- 
ingness to make reparation to the basis of fourth class. 


NEW YORK DOCK RAILWAY 


A further effort to fully determine the status of the New 
York Dock Railway in comparison with its trunk line connec- 
tions has been made in a report on No. 13010, New York Dock 
Railway vs. Baltimore & Ohio et al., opinion No. 7950, 73 I. C. C. 
656-63, written by Commissioner Esch. Technically the outcome 
of the proceeding is a victory for the trunk lines because the 
complaint has been dismissed. The Commission held that while 
the complainant was a common carrier, it did not participate 
in joint rates with the trunk lines, except on a relatively small 
humber of commodities with a few railroads. It held the record 
insufficient, in the matter of data on tonnage, revenue and other 
information having particular reference to transportation under 
the joint rates held by it to be in effect, to enable it to prescribe 
divisions. 

The Commission further held that the trunk lines which 
were publishing tariffs proffering deliveries on the rails of the 
dock railway and setting forth the allowances to be made, not 
to the railway company, but to the dock company of which the 
railway company might be considered a subsidiary, were pub 
lishing rates to and from points not on their lines and which 
could not be reached by any line which was a party to their 
tariffs, or by any carrier to which an allowance for service be- 
yond the trunk line termini was lawfully provided. It said ap- 
propriate action should be taken with a view to rectifying that 
situation. 

Question as to the status of the dock railway, and its rights, 

gan arising in 1912 when the New York Dock Company decided 
to separate its business as a railway from its business as a wharf- 
‘ger and warehouse man. It incorporated the complainant in 


THE TRAFFIC WORLD 1007 


this case. The trunk lines, apparently, objected to recognizing 
the newly created railroad as a comon carrier, although it then 
had more than ten miles of railway on the Brooklyn water front, 
which rails, by means of car floats, were extended to the rails of 
the trunk lines on opposite shores, for additional distances, 
ranging from 1.97 to 10.25 miles. The shorter distance is that 
to the Central of New Jersey rails and the greater, that to those 
of the New Haven. . 

In 1915 the Commission, in New York Dock Railway vs. Balti- 
more & Ohio, 32 I. C. C. 568, held no apparent hardship resulted 
from the failure of the trunk lines to allow the dock railway 
to participate in joint rates and declined to order the establish- 
ment of through routes and joint rates. 


The instant case was begun upon the theory that joint rates 
were in effect between the dock railway and its trunk line con- 
nections but that the divisions thereof* were not in line with the 
requirements of the amended law on that subject. Commissioner 
Esch, in his report in this.case, said material facts not in the 
record in the prior case were before the Commission in this one, 
and that the law had: been materially amended since 1915. The 
Commission therefore paid little attention to its former finding, 
contenting itself, however, with disposing of the demand for in- 
creased divisions by saying there were not data enough to war- 
rant disposition of that question. 


The dock railway, the Commission said, had no cars, con- 
ducted no passenger business, uses the bill of lading forms of 
the trunk lines, renders no bills of its own for 1,eight on in- 
bound freight, allows loss and damage claims to be settled by 
the trunk lines, assumes no responsibility for unclaimed freight, 
makes bad order reports for the account of trunk lines, collects 
demurrage in accordance with the terms of the trunk line tariffs, 
retaining half the charges collected for itself and provides sta- 
tionery for itself by making requisitions on the trunk lines. 


“But these incidents,’ Commissioner Esch said, “do not 
necessarily preclude the idea of the complainant’s participation 
in joint rates with the trunk lines.” 

An examination of the tariffs published by the Santa Fe, 
Bangor & Aroostook, Bessemer & Lake Erie, Buffalo, Rochester & 
Pittsburgh, Duluth, Missabe & Northern, Morgan’s Louisiana & 
Texas, New Orleans, Texas & Mexico, Norfolk & Western, St. 
Louis Southwestern, Southern, Temiscouata, Western Maryland 
and J. J. Cottrell, the Commission said, showed the dock railway 
as a participating carrier in a line of commodity rates, covering 
all the heavy tonnage. But it said there were no figures show- 
ing to what extent traffic moved under them. It said tariffs of 
the Pennsylvania, showing coal and coke rates, provided for de- 
liveries to the Atlanta, Fulton and Baltic Terminals, owned 
either by the New York Dock Co. or the dock railway, routed 
“via Greenville, N. J., and New York Dock Railway floats.” That, 
the Commission said, might be considered a sufficient naming of 
the dock railway in those tariffs to hold that it was a partici- 
pating carrier in the joint rates therein shown, but that there 
was no evidence as to the tonnage or revenue, which facts would 
be necessary for a determination of proper divisions. 


The trunk lines took the position that the dock railway 
was merely their agent for making deliveries, and not a party 
to through routes and joint rates. The Commission found the 
dock railway had filed concurrences in tariffs applicable to and 
from the three terminals at which its water and rail lines 
converge. It said the concurrences gave consent to joint rates 
in which the dock railway was shown as a participating carrier, 
but that, with the exceptions hereinbefore mentioned, none of 
the tariffs showed the dock railway as a participating carrier. 
In some tariffs references were made to the dock company. 
Mr. Esch said the similarity of names might have led to con- 
fusion, but that the dock and railway company are separate and 
distinct legal entities, a fact, he said, which had been stressed 
by the complainant. He added, ahead of the formal finding 
to that effect, that the railway was a common carrier, which 
the dock company had not been shown to be. In such tariffs 
as did not show the railway company as a participating earrier, 
he said, the dock railway was not a party to joint rates, be- 
cause the requirement of paragraph 4 of section 6 was specific 
in that regard, saying that the “names of the several carriers 
which are parties to any joint rates shall be specified therein.” 

On the theory that the dock railway was merely an agent 
and not a partner in joint enterprises, the trunk lines insisted 
it was entitled merely to allowances, graded only in a remote 
way on distance. The only difference in allowances made by 
them was based on whether the traffic came from east or west 
of the western termini of the trunk lines. On August 25, the 
allowances were, on carload freight, 4.2 and 5.4 cents, respec- 
tively, and 6.2 and 7.4 cents on less than carloads. 


When the forty per cent advance allowed by Ex Parte 74 
was made, the dock railway, not without protest on the part 
of the trunk lines, retained an increase in allowances equal 
to forty per cent. It did that on the ground that the value of 
its property had been included in the total of the property of 
carriers in the eastern district on which the Commission had 
based its finding that the eastern carriers needed such an in- 
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crease to enable them to earn a fair return on the value of 
their property devoted to transportation service. 

The Commission, in its report, noted the fact that, while 
the allowances were to the dock railway, the payments were 
actually made to the dock company, the owner of the railway’s 
stock, none of which had been sold when the case was heard. 
It said the publication of the rates providing for delivery to 
points on the dock railway obviously was in violation of the 
requirements of the law and the rules of the Commission with 
respect to the publication of rate schedules and that steps 
should be taken to rectify the situation. The Commission, 
however, did not point out how the trunk lines could rectify 
the situation and provide for deliveries on the water front in 
Brooklyn served by the dock railway, without entering into 
arrangements satisfactory to the dock railway, which the Com- 
mission specifically found to be a common carrier, furnishing an 
important service to the public, and that it was efficiently 
managed. 


VALUATION ARGUMENTS 


The Trafic World Washington Bureau 


The Commission’s bureau of valuation, in the estimation of 
J. M. Souby, of the Union Pacific, has been going around in a 
vicious circle in contending there is a value for rate-making 
purposes differing from the value for other purposes. To him 
it seemed incomprehensible that the bureau or any other or- 
ganization of men could not see that when the value for rate- 
making purposes was put lower than the value for some other 
purpose, automatically the value for any and all purposes was 
cut down. He said the actual value was lowered by such a 
reduction in value for rate-making purposes. 

P. J. Doherty, for the bureau of valuation, explained the 
land reports made by the employes of the bureau; what lands 
were regarded. as similar to the railroad right-of-way for de- 
termining carriers’ land value; excess cost of lands and similar 


questions about which at this argument there had been no 
dispute. 


According to Mr. Souby, there can be no difference between 
the value for rate making or any other purpose, and it was a 
question in his mind whether a state, under pretense of regu- 
lation of rates, could confiscate property without running counter 
to the constitutional protection under the theory that value has 
anything to do with the making of a reasonable rate. He said 
he knew of no legal sanction for fixing of rates on a basis of 
value. To make his point clear, he went back to the beginning 
of rate questions, which he said, was when the king granted 
the right to collect tolls for the use of the highways or wharves 
the king had authorized a subject to erect. He said the per- 
mission to establish a wharf did not of itself confer the right 
to collect tolls or fees for its use. If the king forgot to confer 
the right, the subject could not collect. If the king said how 
much might be collected, that limit was binding. If there was 
no limit, the courts held that the understanding was that the 
charges were to be reasonable—reasonable for the service and 
not necessarily for a fair return on the cost of the wharf. 


A reasonable rate, according to him, was something no one 
had ever defined because the reasonableness of a rate lay in 
the wide space between the torrid zone of extortion and the 
frigid zone of confiscation. But he want J to know why states 
and perhaps the Commission and its b’.* a of valuation always 
approached the frigid zone of confisce 4 in the making of rates. 

Humane societies, he said, had been established to protect 
the dray horse, 
ways calculating how little they should feed their horses to 
be able to avoid the police court, never thinking that perhaps 
it would be well to have the horses well fed, so they would be 
able to perform the services expected of them. 


One of the purposes, if not the chief purpose of the trans- 
portation act, he said, was to provide for a better treatment 
of the carriers than had theretofore been given; to bring into 
the regulation of.the railroads a greater consideration for the 
economic side of the transportation problem, to the end that 
they might be prepared to furnish the service for which they 
were intended and for which the country desired them. 

Cost, he contended, could never be made the basis for a 
reasonable rate and no railroad should expect to be guaranteed 
any such thing. It should be allowed to charge reasonable rates, 
and then make costs and a fair return, if it could, but he in- 
sisted that, whether it made a fair return or failed, there could 
be no. such thing as a value for rate-making differing from the 
actual value. 

Leslie Craven, speaking for the western railroads in the 
Presidents’ Conference, said there would be no real advantage 
for anyone if the questions involved in the valuation of the 
railroads were not settled on the right basis. Whatever advan- 
tage there might be, he said, would be only temporary. He 
called attention, in a deprecatory way, to the practice of the 
Commission’s bureau of valuation in putting out, he said, re- 
ports on final value that were misleading because they were 
not labeled or in any way identified as to what they were. They 
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led to false impressions and misled those who undertook to 
use them, he said. 

Sanford Robinson, of counsel for the presidents’ conference 
committee of the carriers, November 3, said it was most im. 
portant that the Commission should set forth the methods of 
arriving at its conclusions in the valuation reports. He believed 
that if the Commission adopted such a course the result would 
have great educational value to the public. Mr. Robinson dis. 
cussed the question.of depreciation in connection with deter. 
mination of final value. 

Leslie Craven, also appearing for the conference com. 
mittee, said the Commission should give an analysis of the 
method by which it reached the value in any case and the rea. 
sons for the statement of such value. 

P. J. Farrell, chief counsel of the Commission, in his brief 
submitted in the valuation arguments before. the Commission, 
said, after quoting from court decisions, that the basis of the 
earnings to which a carrier was entitled for its services was 
the reasonable value of the property used in connection with 
such services; that the carrier was limited to a fair return 
upon that value, and was also limited to such return as it 
could secure from reasonable charges for its services, and that 
the value for rate-making purposes was not necessarily either 
the actual value or the value to which a party would be en- 
titled in condemnation proceedings. 

“It therefore appears to us,” said he, “that it would be im- 
proper to apply a value for rate-making purposes the definition 
applied to value as that term is ordinarily used, and what is 
said here about value for rate-making purposes applies with 
equal force, we think, to all values of property used for common- 
carrier purposes, for the reason that before a reliable estimate 
of the future earnings of a carrier can be made the value upon 
which the carrier has a right to earn must be known.” 

Mr. Farrell said he thought the value of common-carrier 
property for one purpose was not necessarily the value of the 
same property for another purpose. He said any final value the 
Commission might fix at the present time should be described 
as a value for rate-making. purposes. 

“Our study of court decisions, particularly decisions of the 
Supreme Court of the United States,” said he, “has convinced 
us that original cost to date, cost of reproduction new, deprecia- 
tion, appreciation, and going value, sometimes called going con- 
cern value, are the most important elements to be considered 
in fixing the final value of property used for common carrier 
or other public purposes.” 

As to the element of original cost to date, Mr. Farrell said 
in fixing final value, original cost was important primarily be 
cause it showed, or should show, the amount of money ex- 
pended by the carrier in providing the common-carrier facilities 
covered by the value, or as it was sometimes called, the sacra- 
fice made by the carrier. He said the weight to be given to this 
element largely depended upon the accuracy with which the 
cost could be and was ascertained. He said the estimate of cost 
of reproduction new furnished the best check that it was pos- 
sible to obtain against the claims of the carriers concerning 
original cost to them of the common-carrier properties. He 
pointed out that cost of reproduction new covered only property 
in existence on valuation date, while the original cost figures 
might include much property which had been retired prior to 
that date. 

Discussing depreciation, Mr. Farrell said there was not much 
to be said on that subject, because, whether depreciation ex 
isted, and if so to what extent it existed, were questions of fact 
which could be answered more intelligently by those who ex 
amined the property involved than by those who did not. How- 
ever, he said, counsel for the carriers had contended in the past 
and no doubt would contend in the future, that where there has 
been a proper maintenance—that is, where no deferred mainte 
nance was found—depreciation within a proper definition of 
that term did not exist. He said the valuation act did not re 
quire the Commission to make any finding or report as to de 
ferred maintenance, but that it did require the Commission to 
ascertain and report depreciation. He contended that deprecia 
tion might accrue and be material in amount before it became 
necessary to renew the depreciated property. - 

With reference to land values, Mr. Farrell said it appeared 
that the maximum amount it would be proper for the Com- 
mission to include for land was the value thereof as measured 
by the fair average of the normal market value of land in the 
vicinity having a similar character, except that where a greater 
amount had been invested in the land by the carrier as cir 
cumstance arose which must be considered by the Commissi0o? 
and to which it must give proper weight. 


INTERSTATE RAILROAD SECURITIES 

Application has been made to the Commission by the Inter: 
state Railroad Company of Virginia for authority to issue $1,500, 
000 par value of stock to be sold at par and the proceeds appli ' 
to the purchase of 1,000 steel hopper cars at an aggregate ¢08 
of $1,500,000. The company operates a coal carrying road 7 
Wise county, Va. The stock will be sold to the Virginia Coal 
Iron Company which now owns all the stock of the carrier ex 
cept six shares held by the directors. 
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NEW YORK-WACO RATES 


In a report on No. 13813, Archenhold Automobile Supply Co. 
et al. vs. Albany Southern et al., the complainants all being busi- 
ness concerns at Waco, Tex., Examiner Fred N. Oliver recom- 
mended a holding that the rail-and-water rates from New York 
tc Waco, between September 1, 1920, and May 1, 1922, were un- 
reasonable and an award of reparation. He said the Commis- 
sion should find the rail-and-water class rates from interior 
points in Atlantic seaboard territory not unreasonable; that 
feurth section relief sought under application No. 997, asking 
to continue rates to and from New York or Philadelphia, higher 
than the aggregate of the intermediates should be denied; that 
consideration of the relief sought in No. 998 should be deferred 
until the eastern carriers involved in the departures have had 
an opportunity to justify them, if they can; and that relief under 
No. 999 should be granted so as to make port equalization pos- 
sible, as desired by both carriers and shippers. The carriers 
should be permitted, Oliver said, to incorporate, in their rail-and- 


_water tariffs, a rule similar to Rule 77 of Tariff Circular 18-A, for 


use in connection with rates made by aggregating the inter- 
mediate rates, so as to avoid the expense of publishing thousands 
of seldom if ever used rates because traffic, ordinarily, does not 
move between the involved. 


The Waco complainants alleged the rates in question, be- 
tween the dates mentioned, were unreasonable because they ex- 
ceeded the aggregate of intermediates and demanded reparation. 
Rates for the future were not needed because the departures from 
the fourth section were corrected May 1. 


Shipments in question moved via the Southern Pacific’s 
steamship line from New York to Galveston, and via the South- 
ern Steamship line from Philadelphia to Houston, and thence 
via rail to Waco. Shipments from the interior Atlantic seaboard 
territory moved over both routes. The port-to-port rates, the 
examiner said, are and have been the same. In September, 1917, 
joint rail-and-water class rates, based on the combination, were 
established from New York to Waco via Galveston. 


As a result of the Commission’s decision in the Shreveport 
case, 48 I. C. C. 312, reductions were made in class rates from 
Galveston to Waco, effective May 31, 1918. No such downward 
revision, however, was made in the joint rail-and-water class 


rates. From May, 1918, to May 1, 1922, they were in excess of 
the combinations. 


During this period, joint rail-and-water rates, not in violation 
of the fourth section, but equal to the combinations, were in effect 
from Philadelphia. In November, 1921, changes were made in 
the water rates from both New York and Philadelphia, resulting 
in changes in the combinations. May 1, 1922, the joint rates 
from New York to Waco were reduced to equal those from Phila- 
delphia, and became lower than the combinations. 


Joint rates to Waco from interior seaboard points via Phila- 
delphia were published on the basis of a differential scale of 36 
cents first class. No differentials were published as factors to 
New York, but joint rates were established via that port equal to 
those through Philadelphia. The difference between the rate from 
New York and the rate from interior points was less than the 
differential applied to traffic through Philadelphia. On May 1, 
1922, the rates from New York were equalized with those from 
Philadelphia, the differentials over Philadelphia were reduced 
and applied over both New York and Philadelphia, and the joint 


tates from interior points were correspondingly reduced, through 
both ports. 


Broadly stated the contention of the Waco complainants was 
that the rates were unreasonable to the extent they exceeded 


those established on May 1 last. They asked reparation to the 
basis of those rates. 


The defendants contended the aggregate of intermediates 
Tule should not be applied to a combination of rail-and-water rates 
because of the extra expense incurred at the port in transferring 
shipments from the boat to the rail lines which is not contem- 
Dlated in the port-to-port rates and is not incurred in the all-rail 
hauls, The examiner, however, called attention to the fact that 
the port-to-port rate from New York to Galveston was also pub- 
lished as a proportional rate to apply to interior Texas points, 
to which no through rates were in effect, and that that combina- 
tion would have applied to Waco but for the fact that the joint 
tates had been published. Therefore he said the Commission 
should hold the joint rates unreasonable to the extent they ex- 
Ceeded the combinations. He said it should find the joint rates 
bc hot unreasonable except to the extent the first, second, third, 
a and fifth class rates from New York to Waco exceeded 

25, 246.5, 203.5, 174 and 137 cents, respectively, prior to No- 
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vember 1, 1921, and 292.5, 246.5, 208, 173 and 137 cents, respec- 
tively, thereafter. 


MINNESOTA GRAIN RATES 


In a proposed report on No. 13516, Chamber of Commerce 
of the City of Milwaukee vs. Chicago, Burlington & Quincy et 
al., involving Minnesota interstate rates on grain and grain 
products, Examiner E. L. Gaddess recommended a holding of 
undue preference for Minneapolis and Duluth and undue preju- 
dice against Milwaukee and undue prejudice against interstate 
commerce. He said the Commission should also find the inter- 
state rates on grain and grain products, from points of origin 
on the lines of the défendants in southern Minnesota and north- 
eastern Iowa to Milwaukee, to be reasonable and not in viola- 
tion of the aggregate-of-intermediates part of the fourth section 
of the interstate commerce law. 

Also to remedy, Gaddess said it was manifest the dis- 
crimination against Milwaukee and the interstate rates to 
Duluth and Minneapolis should be removed by increasing the 
intrastate rates, from points in southern Minnesota to the two 
Minnesota markets in question, by bringing the rates to those 
cities to the level of the interstate rates. 7 

Adoption of his recommendation, which would be in line 
with what the Commission has done in all other cases where 
the facts showed there was discrimination against interstate 
commerce, would have the effect of eliminating the rates made 
by the state authorities and the substitution therefor of rates 
on the level prescribed by the Commission for application over 
the interstate routes from southern Minnesota and northeastern 
Iowa to Milwaukee, the substituted rates to apply over the 
intrastate routes to Minneapolis and Duluth. 

Gaddess, in the first paragraph of his report, said the issue was 
the relationship of the rates on grain and grain products, from 
points in southern Minnesota and northeastern Iowa to Milwau- 
kee, on the one hand, and the rates from those points to Min- 
neapolis and Duluth. The complaint was filed last February. 
The complaint was that the rates to Milwaukee were unjust, 
unreasonable, unduly preferential and prejudicial, subjecting 
Milwaukee to an unreasonable prejudice and disadvantage by 
reason of lower and more favorable rates to Duluth and Min- 
neapolis. It also alleged the rates to Milwaukee, in certain 
instances, were in violation of the aggregate-of-intermediates 
part of the fourth section. 

Interventions in support of the complaint were permitted 
by the Commission by the Southern Minnesota Mills, an organ- 
ization representing forty-four mills in southern Minnesota, 
and the Board of Trade of Chicago. The Minnesota Railroad 
& Warehouse Commission, the Railroad Commission of Wis- 
consin, the Minneapolis Traffic Association, the Duluth Board of 
Trade, the St. Paul Association of Business and Public Affairs, 
the Washburn Crosby Company and the International Milling 
Co., intervened in behalf of the defendant railroads, or on their 
own account against the complaint. 

Gaddess said the issues narrowed as the hearing proceeded, 
so the main contentions, as summarized by him, were as follows: 

First: An attack on the rates of all the defendants, to 
Milwaukee, from points in southwestern Minnesota and north- 
eastern Iowa on and east of the line of the Minneapolis & 
St. Louis running through Waseca and Albert Lea, Minn., as 
being unduly prejudicial against Milwaukee and unduly pref- 
erential of the markets at Minneapolis and Duluth, and in 
violation of the fourth section. 

Second: An attack on the rates to Milwaukee from south- 
eastern Minnesota via the line of the Chicago, Milwaukee & 
St. Paul, as unjust and unreasonable in that they exceeded, for 
equal distances, the rates to: Duluth, from the same station on 
that railroad, and accorded an undue and unreasonable pre- 
ference and advantage to Duluth, and subjected Milwaukee to 
undue and unreasonable prejudices and disadvantages. 

Dealing first with the rates from southwestern Minnesota 
to Milwaukee and Duluth, made on the Minneapolis combination, 
Gaddess said the only defense offered by the St. Paul road was 
that by a decision of the Supreme Court of Minnesota it was 
compelled to maintain rates from all points on its lines in 
Minnesota to Duluth on the basis of the Minnesota distance 
scale, due to the court having held that, by virtue of a contract 
between the St. Paul and the Northern Pacific respecting track- 
age rights of the St. Paul over the rails of the Northern Pacific 
between Minneapolis and Duluth, the St. Paul had, in effect, 
@ one-line haul to Duluth from all points on its rails in Minne- 
sota. Gaddess said the witness admitted there was no trans- 
portation condition why the rates via the St. Paul should be 
on a different basis than the rates via all other roads from 
points in Minnesota to Duluth. 
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At the time the complaint was filed, the report said, the 
Minneapolis & St. Louis also published intrastate rates from 
points on its lines in southern Minnesota to Duluth which 
were less than the full combination on Minneapolis, but some- 
what higher than the intrastate rates carried by the St. Paul 
from its stations to Duluth. Shortly before the hearing, a wit- 
ness said, the road had received permission from the Minnesota 
commission to revise its intrastate rates from points on its lines 
in this territory, to Duluth, to the basis of the interstate rates 
between the same points and the situation was corrected June 1. 

As to rates from southeastern Minnesota, to Duluth, all 
lines except the St. Paul have rates made on the Minneapolis 
combination. Rates from that part of the state to Milwaukee are 
made on a blanket or group basis, both as to points of origin 
and destination and are the same as the local rates from Min- 
neapolis to Milwaukee. The blanket extends over into north- 
eastern Iowa and even to points in Missouri. In fact, said 
Gaddess, the rates from the first point east of Kansas City to 
Chicago and Milwaukee is the same as it is from Minneapolis 
to Chicago and Milwaukee. The blanket extends as far north 
as Green Bay, Wis., and as far south as Springfield, Ill. 
making a destination blanket, north and south of Milwaukee 
of 392 miles. 

The railroads defended that big blanket on the ground that 
the lines of various systems criss-cross each other so much, 
and the competition between the primary grain markets therein 
is so great that equalization of lines and markets is essen- 
tial. They said, for instance, the North Western could not make 
a rate to Milwaukee less than to Chicago because its lines are 
crossed by north and south lines that go to Chicago through 
Minnesota and Iowa, from which the distances to Chicago are 
less than to Milwaukee, and as to some, on which Chicago is 
intermediate to Milwaukee. Other Minnesota lines, they point- 
ed out, came from the north and go to Peoria. It was claimed 
that the roads competing for the Minnesota grain, with the 
North Western could not permit an adjustment of rates on that 
road, the result of which would mean at a competitive point a 
lower rate through Milwaukee to the east than through Peoria 
and Chicago to the east; that such an adjustment would, not 
only affect points that are competitive but also cross country 
stations influenced by cross country competition, which would 
mean that those lines would have to go out of the business and 
concede to the St. Paul if a lower rate to Milwaukee than ‘to 
Chicago should be established, and therefore since the rate must 
be the same to the primary markets of .Milwaukee, Chicago, 
and Peoria, distance is a factor not to be considered and the 
average distance to these markets must be controlling. 

Gaddess went into the rivalries of the different markets, 
counsel for which oblingingly pointed out, as he said, the advan- 
tage each enjoys over the other either in the quantity of the rate, 
transit, or some other privilege. He then went on to say that 
the Commission had given consideration to the grain rates in 
the territory involved many times. He said it was only neces- 
sary to cite Chamber of Commerce of the City of Milwaukee 
vs. Chicago, Milwaukee & St. Paul, 34 I. C. C., wherein the rate 
adjustment on t .e group or blanket basis was given considera- 
tion and he said the identical questions were presented. He 
said that from a review of the various cases it was clear that 
the Commission had long since recognized the importance of 
maintaining Milwaukee and Chicago on a parity and that if the 
blanket adjustment were disturbed the result would be apparent. 
He said that as a matter of fact no one in the case was really 
contending for a change of that blanket adjustment. The con- 
tention of the interveners in behalf of the complainant was that 
whatever was fixed as a rate to Milwaukee the same basis of 
rates should be extended to Chicago, Peoria, and the other 
destination blanket points. 

He said that it was apparent from a careful consideration 
of the entire record that the gravamen of the complaint was 
the descrimination and prejudice against Milwaukee caused by 
the Minnesota intrastate rates which were a lower basis than 
the interstate rates. He said that in the light of the Supreme 
Court’s decision in the Shreveport case there could be no 
justification for ‘a continuance of such rates which were dis- 
criminatory against the interstate rates of carriers operating 
between the same points and that the decision of the Minnesota 
Supreme Court, offered as a reason for the continuance of the 
intrastate rates, in no sense could constitute a bar to the re- 
moval of the existing discrimination against interstate com- 
merce. 


DISMISSAL RECOMMENDED 


Examiner J. Edgar Smith has advised the dismissal of No. 
13666, Chase Companies vs. Director-General, on a finding that 
fourth class rates applied on new brass blanks and new brass 
cartridge cases, on shipments made in December, 1919, and Jan- 
uary, 1920, from Mt. Claire Station, Baltimore, to Waterbury, 
and from Eddystone, Pa., to Waterbury, Conn., were lawful. 

The issue was one of the classification description. The War 
Department sold the brass in question as brass scrap, fit only 
for remelting. The Railroad Administration, however, said the 
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articles shipped were cartridges cases and blanks and impose 
the fourth class on them. The complainant argued it was uncon. 
scionable for one branch of the government to sell the materia) 
in question as scrap and another to charge rates applicable on 
ammunition. 

“The answer is plain,” said the examiner. “This materia] 
was empty cartridge cases and brass blanks; and for purposes 
of transportation, its character could not be changed by any 
contract.” 


PULPWOOD RATE HIGH 


Attorney-Examiner Charles F. Gerry, in a report on No, 
13797, Meigs Pulpwood Co., Inc., vs. Director-General, recom. 
mended a finding that the rate of 22.5 cents on pulpwood from 
Hudson Falls to Arrowhead, N. Y., during federal control, was 
unreasonable to the extent it exceeded 16 cents. The ship. 
ments on which the complaint was founded were made in No. 
vember, 1919. He said reparation should be made to that basis 
on ten carloads. 


LOG RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner C. I. Kephart, in a report 
on No. 13541, Carlton Consolidated Lumber Company vs. Direc. 
tor-General, as to a rate of 5 cents per 100 pounds on logs from 
Carlton to Newberg, Ore., in July and August, 1918, during which, 
pending the establishment of a recommended rate of $1.40 per 
1,000 B. M., 194 carloads of logs were moved by the complainant. 
At the solicitation of the spruce production division of the War 
Industries Board, it had resumed operation of its mills and rail- 
road, after having been shut down a number of years. When 
operations were resumed the $1.15 rate which had formerly been 
in effect was not usable. The Southern Pacific quoted a rate of 
$1.40, tentatively, and said it would refund to that basis when 
the publication could be made. The shipments were made as 
advised by one branch of the government, but the Director-Gen- 
eral declined to refund on the informal docket. Examiner Kep 
hart thinks the Commission should issue an order requiring him 
to settle on that basis, with interest. 


GAS OIL DIFFERENTIAL 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Burton Fuller in a report 
on No. 13617, Empire Refineries, Inc., et al. vs. Director-General, 
A. T, & S. F. et al., as to rates on gas oil, from Independence, 
Kan., and Ponca City, Okla., to Lincoln, Neb. The complaint 
was filed on account of 17 tank loads of gas oil sent to the 
Lincoln Gas & Electric Co., on which the refined oil rate was 
imposed. Fuller said the Commission should find the rates un- 
rtasonable to the extent they exceeded the following: From 
Independence, 20 cents, prior to August 13, 1918, and 19.5 cents 
thereafter; from Ponca City, 22.5 cents, the rates suggested 
giving effect-to the Commission’s repeated findings that crude, 
fuel, and gas oil should take five cents less than the refined oils. 


FRUIT JAR RATES 

Examiner Fred N. Oliver, in a report on No. 13702, Borer 
Stewart Co. vs. Baltimore & Ohio et al., has recommended 4 
finding of unreasonableness and an award of reparation on ac 
count of rates on fruit jars, tumblers and jelly glasses, in car 
loads, from Clarksburg, W. Va., to Dallas, Tex. He said the 
rates should be held unreasonable, since March 1, 1920, to the 
extent they have exceeded $1,205, that reparation should be 
awarded and:an order made establishing that rate for the future. 
He also found a fourth section violation in the rate of $1.38 
to El Paso, with a rate of $1.39 at Dallas, an intermediate point, 
which, he said, the Commission should require removed. 


EXPORT PIPE RATE 


Examiner E. L. Geddess has advised the dismissal of No. 
13590, Mexican Gulf Oil Co. vs. Director-General, Pittsburgh & 
Lake Erie et al., on a finding that the rate on wrought-iron pipe, 
from Pittsburgh and Steubenville to Beaumont, Tex., for export, 
on shipments moving in February, 1920, was not unreasonable 
or otherwise unlawful. The report also embraces a sub-numbet, 
in which the complaint, by the same company, was directed 
at the Wheeling & Lake Erie et al. 


LUMBER DEMURRAGE CHARGES 


Dismissal of No. 13085, Sullivan Lumber Co. vs. Director 
General, has been recommended by Examiner F. C. Hillyer, # 
a finding that the demurrage and penalty charges for the detel 
tion of a carload of lumber, held for reconsignment at Chicago, 
in August, 1919, were not unreasonable or otherwise unlawful. 


REPARATION ON ANTHRACITE 

A holding of unreasonableness and an award of reparation 

have been recommended by Examiner R. L. Shanafelt, in a pe 
on No. 12840, Jeddo-Highland Coal Co. vs. Director-General, 48 

rates on unprepared run-of-mine and culm coal, from vario 
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mines and culm banks on the Lehigh Valley in the Lehigh region, 
to breakers in the same region, for preparation and reforwarding 
py way of the Lehigh Valley, during federal control. He said the 
Commission should hold the rates unreasonable to the extent 
they exceeded those put into effect August 30, 1918. The ship- 
ments in question were made in the period, June 25, 1918, and 
May 29, 1919. 


CRUSHED LIMESTONE RATES 


Examiner Charles R. Seal has advised the dismissal of No. 
13319, Sunderland Brothers Co. vs. Director-Genéral, Chicago, 
Burlington & Quincy et al., on a finding that rates on crushed 
limestone, from Whitestone, Ga., to Lincoln, Neb., in April, 1919, 
and June, 1920, were not unreasonable or otherwise unlawful. 


COTTON RAIL-AND-WATER RATES 


A finding that the rates under attack are not unreasonable or 
otherwise in contravention of law and the dismissal of the com- 
plaint have been recommended by Examiner Fred N. Oliver, in 
a report on No. 13418, Houston Cotton Exchange and Board of 
Trade et al. vs. Arcade & Attica et al. The attack was upon rail- 
and-water rates on cotton from Oklahoma points to destinations 
in the northeastern part of the United States and eastern Canada. 


COTTON COMPRESS ARGUMENTS 

Examiner Burton Fuller has recommended the condemna- 
tion of the schedules suspended in I. and S. No. 1572 and the 
dismissial of No. 13935, People’s Compress Company et al. vs. 
Missouri, Kansas & Texas et al. The examiner said the Com- 
mission should find the proposed elimination of Cushing, Okla., 
as a compress point on cotton originating on the Fort Smith & 
Western, and St. Louis, El Reno & Western would be unduly 
prejudicial and therefore the suspended schedules should be 
cancelled. : 

The formal complaint brought into question the reason- 
ableness of the limitations on the territory from which the com- 
press at Cushing might draw cotton for compression and to 
which such compressed cotton might be sent. The examiner 
said the Commission should find the present limitations of 
territory of origin and destination from and to which cotton con- 
centrated at Cushing might move under joint complaint not 
unduly prejudicial. 


REPARATION RECOMMENDED 


Examiner J. Edgar Smith, in a report on No. 13699, New 
Jersey Zinc Co. vs. Boston & Albany et al., has recommended 
reparation on coke which moved from Everett, Mass., to des- 
tinations in central eastern Pennsylvania, in the period between 
April 1, and August 26, 1920, inclusive. He said the Commission 
should find unreasonable, in the period mentioned, the rates 
of $5, $5.10 and $5.25 per net ton applicable on coke from 
Everette, Mass., to Hazard, Palmerton, Palmerton East, Palmer- 
to Deleware Avenue and Aquashicola, Pa., to the extent they 
exceeded $4.50 per ton. The complainant asked for reparation 
down to the basis of the scale made by the Commission in Sea- 
board By-Product case, 62 I. C. C. 311, establistied a year after 
the movement of the coke, for emergency purposes, Smith said, 
involved in this case. He said the scale in that case should not 
be ag controlling, so he recommended reparation to $4.50 
Der ton. 


COMMISSION ORDERS 


The El Paso Chamber of Commerce was permitted to inter- 
vene in No. 14256, Southern: Arizona Traffic Assn. et al. vs. 
CRI. & P. et al. 

The railroad and warehouse comniission of the state of 
Minnesota was permitted to intervene in No. 14068, Hopeman 
Material Co. et al. vs. Northern Pacific et al. 

_ _The Illinois Coal Traffic Bureau was permitted to intervene 
in No, 14289, the Lincoln Chamber of Commerce et al., vs. Arkan- 
sas Central et al. 

_ The State of Utah, the Chamber of Commerce and Commer- 
tial Club of Salt Lake City, the State of Nevada, and the Cham- 
ber of Commerce of Provo, Utah, were permitted to intervene 
in Finance Docket 2613, in the matter of application of South- 
‘m Pacific Company to acquire control by lease and by stock 
Ownership of Central Pacific Railway Company. 

Petition for rehearing of No. 10417, Arkansas Jobbers’ and 
Manufacturers’ Asso. vs. Director-General, C. R. I. & P. et al., 
and 10592, Same vs. Same, filed by the Helena “Traffic Bureau, 
Was denied, 

6 The Commission has granted the petition of the J. L. Kelso 

yupany for argument in No. 11040, Boston Wool Trade Asso. 
8. Director-General, Boston & Albany et al., and No. 10427, 

Quiney Market Cold Storage & Warehouse Company vs. Director- 
heral, N. Y. N. H. & H. et al. 

Complainants’ petitions for rehearing of No. 11224, Chicago 
ol Merchants’ Asso. vs. Director-General, Santa Fe et al; No. 
2 24, Same vs. Same; No. 9806, E. T. Stokes et al. vs. Lacka- 
“nha et al.; No. 9806 (Sub. No. 1), Same vs. Pennsylvania et 
+ No. 11127, Poehlmann Brothers Company et al. vs. Indiana 
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Harbor Belt et al.; No. 11127 (Sub. No. 2), Village of Morton 
Grove, Ill., et al., vs. Indiana Harbor Belt et al., and No. 11127, 
C. A. Taggart et al. vs. Indiana Harbor Belt et al., were denied. 


VALUATION REPORTS 


In a tentative valuation report on the property of the Cum- 
berland & Pennsylvania Railroad Company as of June 30, 1918, 
the Commission has fixed the final value of the wholly owned 
and used property at $4,265,023; owned but not used, $4,250; 
and used but not owned, $4,500; totaled owned, $4,269,273, and 
total used, $4,269,523. 

The report shows that the company had outstanding on date 
of valuation a total par value of $4,904,397.14 in stocks and long- 
term debt, of which $1,500,000 represented capital stock, $809,000 
funded debt, and $2,595,397.14 non-negotiable debt to affiiliated 
companies. 

The Commission in a tentative valuation report has fixed 
the final value of the Arizona & New Mexico Railway Company, 
as of June 30, 1917, at $4,223,928 for property wholly owned and 
used, and at $4,223,932 for property wholly used. Capital 
obligations outstanding on date of valuation totaled $4,064,533.32, 
of which $2,770,000 represented capital stock and $1,294,533.32 
funded debt of the Arizona and New Mexico of 1883, assumed 
in a consolidation of 1911. 

The property of the Gulf & Ship Island Railroad Company 
has been valued by the Commission as of June 30, 1916, in a 
tentative valuation report as follows: Wholly owned and used, 
$9,034,850; used but not owned, $1,452; total owned, $9,034,850, 
total used, $9,036,302. 

The report stated the hotal outstanding capital stock and 
long-term debt at $11,700,000, of which $7,000,000 represents capi- 
tal stock and $4,700,000 funded debt. 


TRAVELLERS’ WHOLESALE ARGUMENT 
The Trafic World Washington Bureau 


Declaring the wholesale argument used by the commercial 
travellers, in their drive for the restoration of the mileage or 
scrip ticket to be a fiction, attorneys for the railroads, in a brief 
filed in No. 14104, the interchangeable mileage ticket investiga- 
tion, said that any analysis would show that there was no ground 
for the contention. In part the railroad lawyers said: 


The suggestion has been made by the commercial travellers 
that the practice of the railroads in establishing lower rates for 
carload shipments than for less than carload shipments justifies the 
contention that what they propose is a wholesale transaction, and 
that a scrip ticket should be issued on a reduced rate basis. But 
there is no analogy whatever between the two things compared. 
Lower rates are established on carload shipments largely because 
the service rendered by the carrier is different from that rendered 
on less than carload shipments, in that the shipper loads and unloads 
the freight, there is but one contract of transportation with refer- 
ence to the entire carload, the carrier is not required itself to aggre- 
gate a number of shipments and consequently the carload shipment 
is ordinarily moved with a heavier load than when the carrier trans- 
ports a number of less than carload shipments, etc. 

A more opposite comparison would be found if the carrier were 
to accord carload rates to a shipper who paid in advance the sum 
necessary to cover the transportation of the minimum number of 
pounds required to make a carload and then such shipper were 
allowed to forward his shipments in less than carload quantities and 
of whatever weight he might select between any points in the coun- 
try, with the further option on his part to change his mind and re- 
ceive back his money at any time, if he should elect to have the 
shipments already forwarded move on the regular less than carload 
rates. The response which the Commission would doubtless make 
to such a request from a shipper is not difficult to surmise, but 
the character of situation described is in principle, the character of 
situation which the commercial travellers desire to create, and it 
shows the fallacy of the argument which underlies their demand. 


MONEY FOR VALUATION WORK 


The Trafic World Washington Bureau 


Commissioners McChord, Esch and Lewis conferred with 
President Harding November 4 with a view to having him pre- 
vent a cut in appropriations for the Commission’s valuation 
work from $1,300,000 to $750,000, as proposed by the Bureau of 
the Budget. They told him that, inasmuch as the law makes 
value the basis for making rates, issuance of securities, and a 
guide in the making of consolidation plans, they thought the 
appropriation should not be cut. They said that if it were con- 
tinued uncut, the underlying work would all be completed by 
July 1, 1924, and the country would be getting some use out | 
of the $85,000,000 already spent on valuation work. 

President Harding, at the conference, said he had an open 
mind on the subject of appropriations for continuation of the 
valuation work of the Commission, but that he was anxious to 
keep appropriations down to the lowest possible limit. He said 
he would talk it over with the Bureau of the Budget with a view 
to obtaining the thoughts that prompted that organization to pro- 
pose the reduction of more than forty per cent, from $1,300,000 
to $750,000. 

The President urged the commissioners to examine their esti- 
mates with a view to finding out whether there were not some 
places in which they might make reductions and thereby help 
him in the task of making an income of about $3,000,000,000 a 
year cover estimates of appropriations of nearly $4,000,000,000. 
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MARKHAM ON RAILWAY CONDITIONS 


Address by President Charles H. Markham of the Illinois Central 
at the annual dinner of the Railway Business Association in New 
York the evening of November 9.) 


We have witnessed this year a remarkable change in condi- 
tions in the United States. The country recently was passing 
through one of the most profound business depressions in its 
history. It has emerged from this depression, and has entered 
a period of activity in production and commerce such as those 
which always have followed its panics and. depressions in the 
past. Foreign conditions affecting our export business are very 
unsatisfactory, and it is impossible to measure the influence they 
will exert. But our domestic commerce always has been many 
times as important as our foreign contmerce, and in our own land 
almost every condition seems favorable to another era of ex- 
pansion and prosperity. 

At the very threshold of this new era, however, we are con- 
fronted with a shortage of railroad transportation. The farmers 
have produced bumper crops. The railways have moved more 
grain this year than ever before in history. Nevertheless, the 
farmers complain that, although their big corn crop has not all 
been harvested, they cannot get enough cars for even the grain 
that is ready for shipment. Lumber manufacturers find them- 
selves unable to ship the lumber they have produced and for 
which there is a demand. The coal mine operators cannot get 
anywhere near aS many cars as they order. Manufacturers of 
iron and steel show that their output is being restricted because 
the railways cannot deliver them enough fuel and raw. materials. 
Road building and other construction concerns complain that 
their business is interfered with by the priority in the use of 
open top cars being given to coal under an order of the Inter- 
state Commerce Commission. Growers of fruit and vegetables 
say they are suffering large losses because they cannot get enough 
refrigerator cars. 

Some of these complaints are exaggerated. Some are with- 
out justification. But they reflect a nation-wide condition, the 
existence of which cannot be questioned. 

There have been other times when the service the railways 
could render has been unequal to the demands. This was the 
case, for example, in 1906 and 1907, and in the war years. But 
in every past time when there was a shortage of transportation 
it was felt only after the revival and increase of business had 
been going on for some time and had carried production and 
commerce to higher levels than ever before. What we call “car 
shortages” always have represented inadequacy of all railroad 
facilities. The “car shortages” of 1906 and 1907 did not come 
until toward the close of a ten-year period of industrial and com- 
mercial expansion during which the railways had increased by 
two and one-half times the volume of freight carried by them. 
The car shortages of the war years did not begin until when, in 
1916, the railways were handling 20 per cent more freight than in 
the previous record years. 


The outsanding fact regarding the present shortage of traris- 
portation; the significant fact which challenges our attention, is 
that it has been met at the very beginning of a period of business 
revival. In this respect it creates a situation unprecedented in 
the history of the United States—a situation which should cause 
every farmer and business man, every railway regulating official, 
every public man, every wage worker, to pause and reflect 
seriously. 


It is plain to every man who thinks that the wages labor 
can be paid, the income the farmer can get, the profits that can 
be derived from business, depend in the long run upon the total 
amount of production and commerce that can be carried on. If 
the necessities, comforts and luxuries each of our people have is 
to be increased, we must increase our total production and com- 
merce more rapidly than our population. We have always done 
this in America. But nothing could be more obvious than that 
the increase in production and commerce which is vital to the 
welfare of all cannot be secured without a corresponding in- 
crease in transportation. 

It is a historic fact that in this country within the last one 
hundred years production and commerce and the material welfare 
of the people have increased faster than they ever have in any 
other country in the world. It is also true, as every student 
knows, that this wonderful material progress has been made 
possible by the fact that until recently our railroads always were 
developed ahead of, and prepared the way for, the growth of 
population and industry. The conditions which now exist, there- 
fore, mark a revolution in our affairs. Nothing less than a revo- 
lution has occurred when our railroads, whose surplus capacity 
has always in past periods of business activity made possible the 
vast increases which have occurred in our production and com- 
merce, are found threatening to prove unequal, or actually prov- 
ing unequal, to the demands made upon them at the very be 
ginning of a period of business revival. 

The railways are now moving about as much freight weekly 
as in 1920, when the highest record was made. In spite of this 
the “car shortage” recently reported has been the largest ever 
known, and the demands of shippers continue to increase. In 
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past periods of business revival the increase in freight business 
has gone on until it has reached a point 85 to 150 per cent 
higher than ever before. We may well ask ourselves whether, 
with the railways finding it difficult to surpass the freight carry. 
ing record of 1920, they can be expected within a few months or 
years to handle such an increase in tonnage as past experience 
shows would be only normal in a period of general revival. 

- Who can measure the losses which may be sustained by the 
country’s people if the railways prove unable to increase any- 
where near as much as they have in past periods the amount of 
freight handled? Mr. Julius H. Barnes, president of the Cham. 
ber of Commerce of the United States, was head of the govern- 
ment’s Grain Corporation during the war, and has been in the 
grain exporting business for thirty years. In a recent address 
Mr. Barnes showed how inadequacy. of transportation has so re- 
stricted the flow of grain from our farms to Europe that, in his 
opinion as an expert, the difference between the prices of grain 
on our farms and in foreign markets averages 10 cents a bushel 
more than it would if transportation conditions in this country 
enabled the grain to flow normally to market. He estimated that 
if similar transportation conditions continued throughout the 
crop year the loss due to them suffered by the farmers on grain 
alone would be $400,000,000. He attributed the inadequacy of 
transportation to “an over-rigid system of government regulation 
over our railroads, which has extended over ten or twelve years.” 
Apply similar reasoning to all the rest of the industry of the 
country, and you will get some idea as to why Secretary Hoover 
recently estimated that every period of shortage of transportation 
costs the country at least a billion dollars. 


Reason for Transportation Shortage 


Why are we suffering from this shortage of transportation 
at the very begining of a business revival? The correct answer 
must be given to this question, and the public must be convinced 
that it is correct. Without an informed public opinion the situa- 
tion cannot be remedied. 

The situation is partly due to the coal strike and the shop 
employes’ strike. The long coal strike has imposed upon the 
railways a demand for the movement during the fall and winter 
months of a vast tonnage of coal which should have been moved 
in the spring and summer. The shop employes’ strike has de 
layed repairs to a large amount of equipment which was in bad 
order when it began and which would have been made ready for 
service if the strike had not occurred. 


But it would be a serious mistake to assume that these 
strikes have caused the present shortage of transportation and 
that it will disappear when their effects have been removed. The 
causes of the present shortage of transportation and the still 
greater shortage there is reason for fearing go much deeper and 
farther back. During the last fifteen years the production and 
commerce of the country, in spite of occasional reverses, have 
grown as rapidly in proportion as in previous years. The in- 
crease in the freight offered the railways conclusively prove this. 
But during this time the development of the facilities of the 
railways has steadily and rapidly declined. The time has come 
at last when not only has the surplus capacity of the railways 
been exhausted, but when their development has fallen far be 
hind that of other industries. These are the real causes of the 
present situation. 


In the five years ending with June 30, 1907, the number of 
locomotives in service on the railways of the United States in- 
creased 18,160. The end of this period coincided with the be 
ginning of the period of restrictive regulation. Compare this 
with the incréases that have occurred since then. In the five 
years ending with June 30, 1912, the increase in the number of 
locomotives in service was only 8,447; in the four and one-half 
years ending with December 31, 1916, it was only 4,558; and in 
the five years ending with 1921, the number of locomotives in 
service actually decreased 664. The locomotives retired were 
constantly being replaced with more powerful engines, and the 
increase in the total tractive power, or total pulling capacity of 
the locomotives in service in the first five years of this period 
was 640 million pounds. In the next five years it was only 338 
million pounds; in the next four and a half years 367 million 
pounds; and in the five years ended with 1921 only 262 million 
pounds. 


Now, take freight cars. In the five years ending with June 
30, 1907, the number in service increased over 480,000. In the 
next five years it increased less than 230,000; in the four and 
one-half years ended December 31, 1916, it increased only 114,000; 
and in the five years ended with 1921 the number of freight cars 
in service actually declined 13,621. The cars retired were col 
stantly replaced with cars of larger capacity, and the increases 
in the total capacity of the freight cars in service were as fol- 
lows: Five years ended with 1907, 25 million tons; five yea 
ended with 1912, 16 million tons;-four and a half years ended 
with 1916, 12 million tons; five years ended with 1921, 3% mil 
lion tons. 

Comparison of the figures for the two five-year periods 
farthest apart show that the increase in the total tractive pow 
of locomotives was almost 60 per cent less, and the increase in 
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the total capacity of freight cars 85 per cent less in the five years 
ended with 1921 than in the five years ended with 1907. Prob 
ably these statistics afford as good a measure as could be given 
of the decline in the expansion of the railways which has 
occurred. 

The decline in the amount and capacity of the equipment pro- 
vided has been accompanied by a corresponding decline in other 
facilities provided. Construction of new lines, which formerly 
averaged about 5,000 miles a year, has dwindled until during the 
last five years more mileage has been abandoned than built. The 
enlargement of terminals, the construction of second and other 
additional main tracks, the improvement of stations, have been 
for years coming nearer and nearer to a standstill. 


Decline in Expansion 


The fact that a decline in the expansion of the railroads has 
been occurring has been frequently stated and is generally known. 
I have given these statistics not so much to show there has been 
a decline as to make clear how much greater it has been than 
most people realize. 

It should be evident to every well informed person that the 
country must have a revival of the expansion of its means of 
transportation, or its production, commerce, wealth and the well 
being of its people will never be able to increase again as in the 
past. Some advocate the development of other means of trans- 
portation, such as inland waterways, upon the theory that needed 
transportation can be obtained more economically by other means 
than by railroad development, or that adequate development of 
the railroads has become impossible. In my opinion, it is easily 
demonstratable that the additional transportation needed can be 
secured more economically by increasing the capacity of the rail- 
ways than in any other way. Furthermore, I say merely what 
every experienced railway officer will endorse when I add that 
if a reasonable amount of new capital can be raised by them the 
capacity of our railroads can be increased just as easily and 
rapidly in the future as it formerly was. 

What is it that has caused this great and menacing decline in 
railroad development? What must be done to revive their ex- 
pansion? From time to time it is suggested that regulation 
should be abolished and the managements of the railroads given 
the same freedom of action as those of other concerns. I believe 
the railroads, because of their character and fundamental im- 
portance to all other business, should be operated under the 
supervision of agencies controlled by the public. But while I am 
a firm believer in the principle of regulation, I also believe that 
government regulation as it has been practiced for fifteen years 
is almost wholly responsible for the decline of railroad develop- 
ment and for the existing shortage of transportation. For ten 
years before the war regulation kept down the rates and re- 
duced the net return of the railroads, although wages, prices 
and the returns earned in other lines of business were increas- 
ing. The policy of regulation was dictated chiefly by those who 
charged that the railways were enormously over-capitalized and 
who argued that because they render an essential public service 
the net return they are allowed to earn should be especially re- 
stricted. Persons who had money to invest more and more 
avoided the railroads. The market value of their securities de- 
clined, and with it the capital they could raise to expand their 
facilities. After the country entered the war they were unable 
satisfactorily to meet the demands. When the government after 
operating them two years returned them to their owners, with- 
out having substantially enlarged their facilities, their expenses 
had been increased so much more than their rates and earn- 
ings that they were incurring a large deficit, and the prices of 
their securities had sunk to new low levels. 


The Transportation Act 


When legislation for the return of the railways to private 
operation was being considered by Congress there prevailed a 
strong public sentiment against government operation and in 
favor of the adoption of less repressive and more constructive 
regulation. Congress provided in the Transportation Act that 
the Interstate Commerce Commission should have authority to 
set aside rates made by state authorities which were discrimina- 
tory against interstate commerce or unreasonably unremunera- 
tive; that it should make a tentative valuation of the railroads 
and so fix the rates on this valuation as to enable the carriers, 
under economical and efficient management, to provide adequate 
transportation; and that for two years it should take 5% per 
cent upon the valuation as its measure of a fair return and 
_,= its discretion allow % of one per cent more to be 

ed. 

The Commission in 1920 granted advances in rates which it 
believed would be sufficient to cover the increases in operating 
expenses which had occurred and to enable the railways to earn 
4 return of six per cent upon the tentative valuation of $18,900,- 
000,000 made by it. But the country was just entering a period 
of business recession and depression. Railway traffic declined to 
the lowest level since 1915. In spite of the most drastic retrench- 
Ments, instead of six per cent the railways earned and received 
in 1921 only 314 per cent—an amount barely equal to their fixed 
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charges. Although a large part of the railways were threatened 
with bankruptcy, there was raised throughout.the country a de- 
mand for a general reduction of freight rates. Farmers, busi- 
ness men, politicians, all joined in it. Reductions of rates being 
manifestly impossible without reductions in wages, and the cost 
of living and wages in other industries having declined, the rail- 
ways applied to the Railroad Labor Board for general reduc- 
tions of wages. 


Thus for months while the managements of the railways 


‘were struggling desperately to reduce current expenses and even 


deferring maintenance work that needed to be done, contro- 
versies over both rates and wages raged at the same time. Among 
the results were large increases in the number of locomotives 
and cars in bad order, less expansion of facilities than for many 
years, reductions of rates made by the railways voluntarily or 
under orders of the Interstate Commerce Commission which on 
the basis of the business handled in 1921 amounted to $400,000,000 
a year, and reductions of wages authorized by the Railroad Labor 
Board which resulted in the shop employes’ strike. 


Reductions of rates were advocated on the ground that they 
were essential to a revival of general business. Without now 
arguing the question whether they were desirable or not, it is 
notable that general business began to revive before any reduc- 
tions of rates were made. Within the last six months the freight 
business handled by the railways has increased thirty per cent, 
and the net return earned by the carriers as a whole this year 
has been somewhat larger than last year, having averaged 4 per 
cent upon their valuation. Owing to this, to the relatively large 
advance which has occurred in the market prices of railway 
securities and to the prospective demands of a still heavier traffic, 
the railways thus far this year have ordered more cars and 
locomotives and begun more improvements of other kinds to 
enable them to handle more business than they have for several 
years. To the middle of October orders for locomotives this year 
had — 1,792, for freight cars 122,953 and for passenger 
cars 1,467. 


Need for Sufficient Revenue 


Clearly it is essential to the welfare of the country that the 
railways should as rapidly as practicable put their existing 
facilities in good condition, and that they should for some years 
rapidly improve and expand their properties. What is necessary 
to insure that this will be done? Those charged with the re- 
sponsibility of managing railways can make but one answer. The 
one thing, and the only thing, which ever will enable and cause 
the railways to carry out a sufficient program of expansion will 
be to let them earn sufficient net return to raise the new capital 
required for that purpose. 


Various plans are proposed for solving or helping solve the 
railroad problems. Formerly one of the policies. most persist- 
ently enforced for this purpose was that of compelling unre- 
stricted competition and breaking up eVery consolidation of rail- 
ways which tended even remotely to interfere with competition. 
At present one of the policies widely advocated and contemplated 
by the Transportation Act is that of bringing about even more 
extensive consolidations than those formerly prohibited. 


The point cannot be too strongly emphasized that no policy 
ever will do any good which is not based mainly on the prin- 
ciple that if the railways are to render good and adequate serv- 
ice they must be allowed to earn a sufficient net return to pay 
the going rate of interest and reasonable dividends on their 
existing bonds and stocks, and also on such amounts of addi- 
tional bonds and stocks as they must issue and sell if they are 
to raise the new capital required to carry out a program of ex- 
pansion. For years theorists have discussed and reached con- 
clusions highly satisfactory to themselves regarding the net re- 
turn which concerns rendering a public service ought to be 
allowed to earn. Their views have prevailed in our policy of 
regulation. The result, as I have shown, is that in fifteen years 
the increase in the tractive power of locomotives has declined 
50 per cent, and the increase in the capacity of freight cars 80 
per cent, while the effect upon the increase in other facilities 
has been similar. The question is not what interest and divi- 
dends railways ought to pay. It is what they must pay to get 
capital. The question always has and always will be determined 
not by theories, but by cold facts regarding the interest and 
dividends the owners of capital can get in the innumerable lines 
of business which compete for their favor as investors. During 
recent years the railways have not been able to meet the compe- 
tition of other concerns for new capital by offering relatively as 
high rates for it. Therefore, they have not got their share of 
it. That is almost the sole reason why railroad expansion has 
declined. 


The Interstate Commerce Commission having, after two years 
more of investigation, again held reasonable the valuation placed 
by it upon the railways in 1920, has held it would be fair and 
in the public interest for them to earn in future an average 
annual net return of 5% per cent on this valuation. In view of 
past experience in the railroad business and of present economic 
conditions it is impossible to comprehend how any reasoning 
mind could conclude that the earning by the railways of any 
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smaller average return than 5% per cent over a period of years 
would enable them to raise the large amounts of new capital 
which, in the interest of the entire producing, commercial and 
consuming public, they should raise and invest. 

It is a fact, however, which we must not minimize or dis- 
regard that a strong and widespread propaganda is being car- 
ried on to secure legislation to reduce the net return of the rail- 
ways to a much lower basis than that which the Commission has 
held reasonable. It has been proposed in bills introduced in 
Congress to restore to the states the same authority to regulate 
rates that they had before the Transportation Act was passed. 
This would remand the railways again to the rule of 49 masters. 
It would result in the states again making state rates lower than 
the corresponding interstate rates. It would destroy the ability 
of the Interstate Commerce Commission to so regulate rates as 
to enable the railways to earn adequate net returns. 


Reasonableness of Valuation 

In addition, the valuation made by the Interstate Commerce 
Commission is being attacked by certain labor and political 
leaders on the ground that it is from $5,000,000,000 to $7,000,- 
000,000 too large. 

The passage of the valuation act under whose provisions the 
Interstate Commerce Commission collected and compiled the 
information upon which the valuation was based, was secured 
nine years ago chiefly by men who claimed that the railways as 
a whole were grossly overcapitalized. Basing its estimates 
mainly upon the wages and prices of materials which prevailed 
in 1914, the Commission, after eight years’ work in carrying 
out the valuation law, has found that the value of the railways 
as a whole, while less than the investment shown by their books, 
is more than $2,000,000,000 greater than the amount of their 
securities actually outstanding in the hands of the public. The 
Commission is composed of eleven men who have been appointed 
by three different presidents from nine different states. Only 
one of them ever was a railway officer, and five of them have 
been members of state commissions. Nothing could be more un- 
reasonable than to assume that such men would be disposed un- 
duly to favor the railways, or that after their years of study of 
the problem they would be less able to make an intelligent valua- 
tion than politicians-and labor leaders who have no responsibility 
for the results of railway regulation and who seek to promote 
their own selfish interests by carrying on propaganda against the 
railways, 

Nevertheless, it would be unwise to ignore the fact that 
many people, especially railway employes, and farmers in the 
middle west who are suffering from adverse conditions, are be- 
lieving and being influenced by this propaganda. Its avowed 
purpose is to bring about changes in federal regulation by which 
the valuation would be scaled down billions of dollars and the 
net return of the railways correspondingly restricted. The at- 
tack is directed chiefly against the rate-making provisions of 
the Esch-Cummins Act. The most important of these provisions 
now in effect is that which directs the Interstate Commerce Com- 
mission in fixing rates to consider the need of the country for 
adequate transportation. Therefore, the principal thing Congress 
would do by repealing the rate-making provisions would be to 
say in effect to the Commission that it should not in future con- 
sider the need of the country for adequate transportation. 

Plainly those who advocate this policy ignore the fact that 
the greatest present menace to the prosperity of the country is 
that it has not adequate means of transportation. No more 
deadly blow to railroad credit, to the ability of the railroads to 
expand their properties, to the nation’s good faith and prosperity, 
could be struck than by legislation such as they propose. It 
would tend to stop such increases of the capacity of the rail- 
ways as are now being made, and to cause a chronic shortage of 
transportation which would seriously hinder all increase of pro- 
duction and commerce as long as it lasted. Only men who ignore 
the present transportation situation, who are mad with prejudice 
against the railways or who are bent upon the destruction of 
private ownership could advocate such a policy. It is probably 
significant that almost every leading advocate of this policy has 
been, or is now, an avowed advocate of government ownership 
of railways and other socialistic policies. 


Proposed Changes in the Law 


The practical value of every law depends on the way it is 
administered. Nobody would claim that the transportation act 
is a perfect law or that it has been administered with perfect 
fairness and wisdom. There are many, however, of whom I am 
one, who believe it is the best law for the regulation of railways 
ever passed, that it has not yet been given a fair trial, and that 
any changes which might be made in it now, after it has been 
‘ tried only three years under constantly abnormal conditions, 
would be much more likely to make it a worse law than a better 
one. There is no doubt, however, that further attempts will be 
made to secure changes in it and especially in its most important 
provisions—those relating to the settlement of labor contro- 
versies and those relating to rate-making. 

The principal lesson taught by the outlaw switchmen’s strike 
two years ago and the recent shopmen’s strike seems plain 
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enough. Both, after doing much harm, proved failures. They 
plainly indicate that, having established an impartial tribunal to 
pass on labor controversies, the public will always be so strongly 
against railway employes who strike that most strikes will ip 
future be foredoomed to failure from the start. The public ang 
the railroads long since decided it would be best for all concerned 
for differences between the railways and their employes which 
could not be settled by direct negotiations to be settled by arbi- 
tration. Labor leaders have been hostile to arbitration. There 
are indications, however, that railway labor leaders who are not 
infected with radical hostility to the entire present industria] 
and social system, but who are simply striving to promote the 
best interests of members of their unions under the present in- 
dustrial system, are losing confidence in strikes, and especially 
in strikes on a huge scale, as means for promoting the welfare 
of labor. When the railways were returned to private opera- 
tion sixteen railway labor unions were working together under 
an alliance which almost constituted “one big union” of all rail- 
way employes. Since then, owing to various causes, the sixteen 
labor unions have almost entirely ceased to act in unison. The 
railways have insisted upon the desirability from the standpoint 
of all concerned of national negotiations with labor being 
abandoned, and of individual railways or groups of railways 
dealing with their own employes acording to their local condi- 
tions and needs. The only nation-wide railway strike in history 
having proved a failure, there has been a great increase of 
sentiment among employes themselves in favor of the policy the 
railways have stood for, and there is good reason to believe 
that the danger of extensive strikes has been greatly reduced. 

The principle of arbitration of railway labor controversies 
that cannot be settled by direct negotiations is absolutely sound 
and should and must be maintained. The public should and in 
the long run will refuse to tolerate such private wars and inter- 
ferences with service in an industry whose efficient and unin- 
terrupted operation is essential to its welfare. While the rail- 


ways are now handling practically as large a business as they. 


ever did, the shop employes’ strike has caused much economic 
waste, and has given the public some idea of the much greater 
loss and suffering that would be caused by a strike which actu- 
ally did interrupt all railway service. The public should and 
will, if necessary to its protection, adopt and enforce legislation 
for compulsory arbitration of railway labor disputes. If it does 
not seem probable that this will be done in the near future, this 
is because the shop employes’ strike was so soon won by the 
railways with the aid of public sentiment that the danger of 
great national railway strikes has been reduced. 

With respect to the valuation law and the rate-making pro- 
visions of the Transportation Act, there seems real danger that 
they will be changed for the worse unless the public can be 
given a better understanding of the railroad situation, and of 
what must be done to improve it if it is not to be allowed to 
restrict the growth of production and commerce until it brings 
a great disaster upon the nation. That disaster must be avoided; 
and therefore adoption of the policy that would cause it must 
be prevented. 

Public Education 


In concluding my remarks I wish to emphasize as strongly 
as I can the duty that those responsible for the management of 
the railroads owe to their security owners and to the nation 
to make much greater efforts than they ever have to give rail- 
way employes and the public a better understanding of railroad 
management, of the railroad situation and of the railroad prob 
lem. Most of the troubles of mankind are due to lack of under- 
standing or to misunderstanding. A very large majority of the 
employes of the railways are good citizens who do their duty as 
they see it, and who desire to contribute their share toward 
their country’s progress and prosperity. I have an abiding faith, 
based upon long experience as a railway officer, that if the mal 
agements of the railroads will not only treat the employes fairly, 
but will also get to them the facts about the railroad business 
which ‘they are entitled to know, and appeal to and rely upoD 
their intelligence and good sense, a large majority of railway 
employes will respond in what they say and do in the same spirit. 
We have too long allowed irresponsible and reckless propaganda 
to be disseminated among our employes without doing enough 
to combat it and to set the owners and managements right before 
the employes. The labor conditions of which we have complained 
so much have been partly due to our own sins of commission 
and of omission. It is time we recognized the fact that if we 
are to get a good understanding with the employes we must 
present to them the information about their and our business 
on which a good understanding can be based; and that if we 
are to expect them to give the most loyal and efficient service 
we must say and do the things which will show them why it 8 
to their own interests to give such service. 


I have, besides, an abiding faith in the fairness and good 
sense of the American public. We should never have had the 
unfair and harmful policy of regulation we have had for fiftee? 
years if there had not been abuses in the railroad business whic 
the managements themselves ought to have corrected. Further 
more, we should not have seen this policy persisted in year after 
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year if the railroad managements had not failed to use legitimate 
means which were available for presenting to the public the 
simple facts which demonstrate that, in spite of some abuses, 
the railways of this country have been as honestly, as econom- 
ically and as public spiritedly developed and managed as any 
large industry in the world. The public does not and never did 
desire to confiscate any investment which has been honestly and 
sanely made. Certainly, it never deliberately decided to adopt 
and carry out a policy of government regulation with the intent 
and expectation that it should not only be unfair to investors, 
put in addition should so reduce the developemenr of the rail- 
ways that it would finally bring to a stop the progress of the 
country’s production and commerce. Our farmers, business men 
and working men would not give a moment’s hearing to dema- 
gogs and enemies of social order who propose to solve the rail- 
road problem by scaling down the valuation billions of dollars, 
thus confiscating billions of dollars of legitimate investment if 
they knew more of the facts about the railroad business and in 
consequence understood the significance and purpose of such 
reckless and wholly unprincipled proposals. That the public has 
so often been misled regarding railway matters in the past, and 
that so large a part of it is being misled regarding them now, is 
largely due to the failure of the railways frankly and persistently 
to present their case to the public. We have relied too long on 
presenting our case mainly to legislative committees, commis- 
sions and courts. In the long run public sentiment always has, 
and it always will, determine what lawmakers, commissions and 
courts will do; and until we do what is necessary to make the 
public understand the railroad situation and the railroad prob- 
lem we shall never long have a sound policy of regulation. 

Since a sound and enduring solution of the railroad prob 
lem is so essential to the welfare of all of us, the railways ought 
in this work of educating public opinion to be given the co- 
operation and support of public men, of the press and of leaders 
in all the walks of life. The Railway Business Association has 
been a leader in presenting the facts about the railroad situa- 
tio to the public and in striving for fairer and sounder regula- 
tions; and I would consider myself remiss in the performance 
of a duty if I did not express on this occasion the debt of appre- 
ciation and gratitude that I believe the railways ana the people 
of the country owe to the officers and members of this organiza- 
tion for the work along this line that they have done. Our 
railroad problem is not merely the problem of railroad owners 
and managers. It is the problem of every line of business and 
every class of people. Unfair and unwise regulation in the past 
has seriously harmed the owners of railroad/securities who have 
seen honest and legitimate investments greatly depreciated in 
value over a period of years, or actually wiped out. But it has 
also done much harm to investors and workers in other indus- 
tries; and a renewal and continuance of the past policy of regu- 
lation, by preventing a revival of the expansion of the railways, 
will restrict the increase of all business, and bring a creeping 
paralysis upon all production and commerce, that will cause 
losses many, Many times greater to other industries, to our 
farmers, and to our working class, than to the owners of the 
railroads. Therefore, the duty—the selfish duty, if you please— 
of helping create an intelligent public sentiment regarding regu- 
lation of railroads rests upon our agricultural leaders, our busi- 
hess leaders, our public men and our newspapers as much as 
upon railway managers; and all will suffer in the disaster that 
vill result if such a public sentiment is not created. 





EMERY SUGGESTS LABOR PLAN 


Criticizing the principles of operation and the tendencies 
of the United States Railroad Labor Board, James A. Emery, 
Counsel for the National Association of Manufacturers, in an 
address before the Railway Business Association in New York, 
Nov. 9, urged the adoption of a plan of government intervention 
in railroad labor disputes only when such action was the last re- 
sort to prevent the suspension of railroad service. He suggested 
that the President of the United States be empowered to 
appoint a special committee to consider any case which he anti- 
tipated might cause a dangerous transportation tie-up, and that 
the workers be prohibited by law from leaving their work until 
the findings of the special commission had been made public. 


Mr. Emery declared that the fundamental faults in the 
Present Labor Board were its separation, as an outgo governing 
Y, from the Interstate Commerce Commission, which controls 
the income of the railroads, and the fact that the board is now 
called on to settle thousands of disputes that are relatively un- 
important and of no interest to the public representatives. He 
Py this policy of substituting the judgment of a public body 
% the discretionary authority of experienced management 
Was, in reality, the substitution of government for private 
‘ontrol, and would result in the breaking down of the morale, 
Which demands an intimate relation between management and 
Men in accordance with the mutual agreement. 
vb In support of his plan of government intervention only 
*n disagreements threatened the continuance of operation, 
Emery said it would “give free play to the origination and 
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establishment of employment relations in accordance with the 
circumstances of each road as an independent unit of self- 
interest and transportation production.” 

Of the commission and method of serious dispute settle- 
ment which he was advocating, Mr. Emery said: 

“Ultimate intervention in the public interest may thus be 
secured under circumstances which, while protecting trans- 
portation from obstruction or stoppage, insure an inquiry into 
any dispute of substantial importance and, by rivetting public 
attention upon the event, assures, for the commission’s finding, 
attentive consideration and the establisment of an informed 
opinion. The period of delay intervening for permitted action 
assures a deliberate exercise of judgment under circumstances 
which excite the recognition of a condition demanding correc- 
tion or the public condemnation of the withdrawel in terms so 
certain that it cannot endure.” 


STRIKE INJUNCTION CASE 


Efforts to obtain the dissolution of the temporary injunction 
against railway shop crafts strike leaders were made before 
Judge James H. Wilkerson in the federal court in Chicago No- 
vember 6 by Attorney Donald R. Richberg, counsel for the labor 
organization. Mr. Richberg, in arguing his motion to dissolve, 
claimed that the conditions that existed at the time the court 
order was put into effect had changed so that the injunction was 
no longer necessary. It was stated that peace between the 


.shopmen and their employers had been made, in one way or 


another, on 125 roads. 

Blackburn Esterline, assistant solicitor general, filed affi- 
davits against this argument, alleging that the conditions com- 
plained of in the bill were still existent. The affidavits cited 
recent incidents of acts of violence, intimidation of employes and 
destruction of property. The session was continued Novem- 
ber 7. 

Closing arguments were heard November 8. Mr. Richberg 
reiterated his statement that there was no longer need for the 
injunction, since conditions were normal now. He declared 
again- that the government had no legal right to make its order 
effective throughout the country. Jacob M. Dickinson, special 
assistant attorney-general, defended the injunction. He de- 
clared that the point had been reached in the question of the 
right of a few to endanger the welfare of the majority when it 
was a public necessity to know the law. 

Counsel for the government made the motion that the case 
be referred to a special master of chancery, to whom the state’s 
evidence that conspiracy still existed and that the injunction 
should remain in force would be made. This motion was op- 
posed by Richberg in Court November 9. 


-ALTON CASE CONTINUES 


The case of the appeal of the Chicago & Alton Railroad 
for a revision of the working rules and wages of train service 
employes on its line was continued before the Labor Board in 
Chicago Nov. 3 and this week. W. G. Bierd, receiver for the car- 
rier, continued as the road’s witness. He declared that conditions 
on the Alton were vastly different from those on any other road 
in the country with the exception of the D. L. & W. Almost 
the entire traffic of the road was carried over unusually short 
hauls, he said. He said the traffic on the Alton was the densest 
of any road west of the Allegheny Mountains, and that the gross 
earnings per mile exceeded those of any other road entering 
Chicago. The great portion of this volume was hauled on short 
runs of 60 or 70 miles, Mr. Bierd said. Prior to the establish- 
ment of the eight-hour rule, it had been the practice of the 
road to double back its train crews on these short runs. The 
payment of time and one-half for overtime on the present sched- 
ule made the continuance of this plan expensive to the road. 
On the other hand, it was pointed out, if a new crew were put 
on for the return trip, the expense of overtime would be averted, 
but the extra cost of added equipment necessary would make 
this a tremendous burden. Mr. Bierd declared that the punitive 
overtime rule was an expediency only, and not intended as a 
permanent plan of operation when it was put in effect by the 
Railroad Administration. The measure was adopted as a last 
resort to avert a complete tie-up of the transportation system of 
the country by a general strike of all employes. Mr. Bierd said 
that other carriers had agreed on the schedule that the Alton 
is protesting solely in an effort to bring the transportation sys- 
tem back to a position where it could make progress once more. 

“The other roads are seeking the easiest way out of a bad 
situation,” said Mr. Bierd, “but we cannot afford to do this.” 


ALTON SHOPMEN TALK STRIKE 

Federated shop crafts employes of the Chicago & Alton 
Railroad met in Bloomington, November 3, to deliberate on 
another strike. At the meeting the application of the agree- 
ment entered into by the shopmen and the carrier, which was 
the basis on which the men returned to work after the recent 
strike, was discussed. The men are complaining of the way 
the Alton is carrying out its part of the bargain and claim 
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that some of the shopmen who went on strike have not had 
hearings or returned to work. No definite action was taken at 
the meeting, but it was said by union officials that the meeting 
would probably result in another strike. 

Officials of the road in Chicago declined to make any state- 
ment as to the probable outcome. 


PROTEST YARDMASTER RULES 


The-recent establishment of new working rules for railroad 
yardmasters which provided for an eight-hour day and pro-rata 
overtime pay is the cause of a petition to the Railroad Labor 
Board by the Baltimore & Ohio Chicago Terminal Railway ask- 
ing a 33 per cent decrease in the wages of its yardmasters. 
Twenty-six roads agreed to the new rules which, under the 
existing custom of a ten-hour day for this class of employes, 
made a 25 per cent increase in their wages. On the petitioning 
road, yardmasters are on duty twelve hours a day and the new 
rule, if put into effect, would increase their wages 33 per cent. 
The petition for a corresponding decrease is intended to put 
yardmasters’ wages back to the scale in effect before the new 
rules were made. The board heard arguments in the case 
on November 4. It is understood that the terminal road will 
take on additional men as yardmasters and make an actual 
eight-hour day for them if the decrease is not sanctioned. 


CLERKS’ WAGE HEARING 

The higher wage demands of railway clerks and freight 
handlers on thirty-five class I railroads will be heard. by the 
Labor Board beginning November 23, it has been announced, 
The general wage reductions for all rail employes last summer 
cut the pay of the clerks from 3 to 4 cents an hour. Following 
this reduction, these employes voted to strike, but followed the 
action of the maintenance of way men by petitioning the Labor 
Board and remaining at their work. Great dissatisfaction has 
been felt at-the settlement of the maintenance of way men’s 
case, which was announced by the board last week. 


TRAIN CONTROL CASE ; 


The Trafic World Washington Bureau 


The New York Central has filed a petition asking the Com- 
mission to modify its order in No. 13413, in the matter of auto- 
matic train control devices, by omitting the requirements as to 
the installation of an automatic train control device by January 
1, 1925, on its line and the lines of certain of its subsidiary com- 
panies. The Commission ordered the installation of an automatic 
train control device on the New York Central between Albany 
and Cleveland, on the Boston & Albany between Boston and Al- 
bany, on the Big Four between Cleveland and St. Louis, on the 
Michigan Central between Chicago and Detroit, and on the Pitts- 
burgh & Lake Erie between Pittsburgh and Youngston. 

Charles C. Spaulding, assistant vice-president, who filed the 
petition, said that since May, 1922, the New York Central had 
been experimenting with a device of the induction type. These 


experiments, he said, would not be completed before March, 1923.. 


Mr. Spaulding said that his company was desirous of extending 
the tests to cover a larger extent of railroad, or to experiment 
with other devices which had been developed since the Commis- 
sion issued its order. Locomotives of each of the suhsidiary 
companies named, Mr. Spaulding said, are interchanged between 
the different companies, and to require the installation of a de- 
vice on any one of the lines would mean that all their locomotives 
would have to be equipped with the device. 

The Commission is asked to require the installation of an 
automatic train control device in connection with a signal system 
about to be installed on the New York Central between Toledo 
and Detroit instead of requiring the installation on all the lines 
mentioned above, until an efficient, economical, and reliable train 
control device may be proved or developed which will be suitable 
for use upon the lines of railroad constituting the New York Cen- 
tral Lines.” 


YORK SWITCHING CASE 


In support of the Pennsylvania’s application for an injunc- 
tion in the York switching case, George Hay Kain, Henry Wolf 
Bikle, F. W. Wheaton and Francis I. Gowen, attorneys for the 
company, have filed a brief in the federal court for the middle 
district of Pennsylvania in which they adopt Commissioner Pot- 
ter’s dissent in that case as the corner stone of their contention. 
In that case the Commission held unduly prejudicial an arrange- 
ment, at York, Pa., between the Pennsylvania and Western Mary- 
land, whereby they used each other’s tracks, within a definitely 
circumscribed area, for the delivery of freight. They did that 
under a contract which seemed to provide for an interchange of 
freight but the practice thereunder was that of a reciprocal 
trackage contract under which the rails of each carrier were 
extended to points of delivery which, physically, were off the 
delivering carrier’s line. In their argument, the counsel for the 
Pennsylvania said: 


The contention of The Pennsylvania Railroad Company is that 
this order of the Commission involves, on its face, errors of law, in 
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that (a) it predicates a finding of discrimination or undue preference 
upon the anting by two railroads, the one to the other, of mutual 
trackage rights, and (b) is not restricted, in its terms and scope, to 
interstate commerce. It is the contention of the petitioner that the 
order entered is not only outside of the authority conferred upon the 
Interstate Commerce Commission by the Act of Congress, but that, in 
the circumstances, it constitutes an arbitrary exercise of power in 
violation of the due process clause of the Constitution, and trans- 
gresses the limitations upon the Federal power resulting from the 
fact that the power to regulate commerce is restricted to commerce 
among the States, and does not extend to intrastate commerce, except 
where the regulation of intrastate commerce is necessary and proper 
to the effective regulation of interstate comm2rce—which is not shown 
to be the fact in the Commission’s decision in this case. 

The Pennsylvania Railroad Company is not questioning any ad- 
ministrative finding of the Commission that a given prejudice or dis- 
crimination is undue or unjust. Such a finding of the Commission 
relates to an administrative question of fact, and is not reviewable in 


the Courts. The reliance here is on the principle of law that no 
— reference or discrimination prohibited by the Act can re- 
s rom 


e possession, extension or acquisition of trackage facilities 
to or by one carrier over the tracks of the other. As Mr. Commis- 
sioner Potter says in his dissenting opinion, ‘‘Under the law, as I 
understand we have construed it, we are not at liberty to make qa 
finding of undue prejudice where certain shippers are served by a 
carrier by virtue of ownership of trackage and an extension of the 
carrier’s facilities would be required to serve other shippers. A car- 
rier must use its existing facilities impartially. It is, under no circum- 
stances, to extend or curtail them, except when required under ex- 
press provisions of the Statute.’’ These sentences clearly state the 


— of law on which The Pennsylvania Railroad Company 


The attorneys for the Pennsylvania contend that in making 
the York switching case decision the Commission disregarded 
a long line of its own cases, in which it recognized the clear 
right of a railroad to extend or not extend its lines by means of 
trackage agreements. They argue that, in effect, the Commis- 
sion, by its order in the York case, tries to compel the Pennsyl- 
vania to extend its line, over the tracks of the Western Maryland, 
farther than it has elected to extend it, or farther than its in- 
terest has dictated, or to punish it if it does not extend its line 
by acquisition of trackage right or by some other arrangement, 
into which the two companies have not tried to enter. 


Commenting on the extension of the Commission’s power, 
made in paragraph 3 of section 3, the Pennsylvania’s attorneys 
observed that the Commission had specifically found that the 
public interest. did not require the use of the Pennsylvania’s 
terminal facilities at York, by the Western Maryland. That 
paragraph authorizes the Commission to require the use of the 


terminal of one railroad by another, if and when the public in- 
terest requires. 





TRANSPORTATION TAX CASE 


The Treasury Department, in a ruling on liability for the 
transportation tax, abolished by the law on January 1, 1922, 
has held that the contractors who built a road for a county, 
not named in the ruling, are liable for the payment of the tax 
on materials used in the road, notwithstanding that the county 
for whom they built the road deducted the tax from the sum 
due them. The contract provided for the construction of a 
road at so much per mile, the contractors to furnish the mater- 
ials, equipment, etc. For the convenience of the contractors, 
it: was agreed that the county commissioners should receive 
the materials and equipment, paying the transportation charges 
thereon, and then deducting such advance payments from the 
sums due the contractors. 


When the settlement was made the county commissioners 
deducted not only the freight charges but also the tax. They 
did not, however, remit the tax to the Treasury nur report they 
had issued tax exemption certificates, which is what they had 
done. In paying the transportation charges, the commissioners 
were acting as agents for the contractors. The treasury, in 
making the ruling said: 


The law provides that transportation, taxes shall be paid by the 
person paying for the services or facilities rendered, which in this case 
were rendered to and paid for by the contractors. The payment of 
these charges through an agent and the adjustment of palit payments 
between the contractors and their agents, the county commissioners, 
are matters of private contract over which the government has no 
jurisdiction. The contractors will therefore be called upon to pay the 
taxes due the government. 


RAILROAD TAX RULING 


In an income tax ruling the Treasury Department has held 
that money received by a railroad company from the Railroad 
Administration in .settlement for the use of its property in 
1918 and 1919, and paid in 1921, constituted income for the 
year 1921. The digest of the ruling, made under the revenue 
act of 1921, follows: 


Section 213 (a), Article 51: When included in T-42-549 
gross income 1. T. 1421 
Revenue Act of 1921. 

A railway company came within the scope of Section 3 of the Fed- 
eral Control Act, undér which the question of just compensation fot 
the years 1918 and 1919 was a matter of negotiation with the Rail- 
road Administration. In 1921 the company was awarded and paid an 
amount in full compromise and settlement of all claims for compen- 
sation by the company during the period of Federal control, which 18 
held to constitute income for the year 1921. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Parties to a Contract May Fix.Time in Which to Sue for a 

Breach Thereof: 

(Supreme Court of North Carolina.) The parties to a con- 
tract of shipment may fix a time, shorter than that allowed by 
the general statute of limitation, within which to sue for a 
preach thereof, and, in-the absence of any unusual or extraordi- 
nary circumstance, such a stipulation will be enforced, if not 
unreasonable.—Thigpen vs. East Carolina Ry., 113 S.E. Rep. 562. 


Reasonableness of Stipulation in Interstate Contract of Shipment 

Is to Be Determined by the Federal Law: 

The reasonablness of a stipulation in an interstate contract 
of shipment, limiting time in which to sue for a breach of the 
contract, is to be determined by the federal law.—Ibid. 
Limitation of Time in Which to Sue for Failure to Deliver 

Freight Held Valid: 

A provision of a bill of lading of an interstate shipment of 
household furniture, limiting time in which to bring suit for 
failure to deliver to two years and a day after a reasonable 
time for delivery had elapsed, was reasonable and valid.—Ibid. 


Act Providing that Legal Representative May Sue After Time 
Limited Does Not Apply, Where Time Is Limited by Bill 
of Lading: 

Cc. S., sec. 412, providing that, if a person entitled to bring 
an action dies before the expiration of the time limited for the 
commencement thereof and the cause of action survives, his 
legal representative may sue within one year after his death, 
does not apply where a bill of lading for a shipment of house- 
hold furniture limits the time for bringing suit for failure to 
deliver to two years and a day after reasonable time for de- 
livery had elapsed.—Ibid. 

Refrigerator Company Held Not a Common Carrier: 

(Supreme Court of Iowa.) A company furnishing refrig- 
erator cars to a carrier for the transportation of perishable 
goods, and receiving its revenue from carrier, held not a com- 
mon carrier.—E. N. Emery & Co. vs. American Refrigerator 
Transit Co. (Chicago, M. & St. P. Ry. Co., Garnishee) and six 
other cases, 189 N. W. Rep. 824. 

Court’s Findings of Fact Have Effect of Verdict: 

The fact findings of a court have the effect of the verdict 
of a jury.—Ibid. 

Refrigerator Company as Railroad’s Agent Liable for Misfeasance 
in Duties Undertaken, Such as Negligence in Icing Cars: 
Defendant refrigerator company was not liable to plaintiff 

shipper as railroad company’s agent, unless it undertook to per- 
form certain of the things required of the carrier under the 
latter’s contract with plaintiff, but if the refrigerator company 
was in fact the railroad company’s agent in the performance of 
acts upon which negligence is predicated by plaintiff, such as 
icing peach shipments, such acts, if amounting to misfeasance, 
create a liability.—Ibid. 


Finding that Refrigerator Company Was Responsible for Neg- 
ligent Icing of Refrigerator Cars Sustained: 
In an action by a shipper against a refrigerator company 
for damages to shipments of peaches, due to negligent icing, 
evidence held to sustain a finding that the refrigerator company 


was responsible for the icing of the cars as the agent of the 
carrier.—Ibid. 


Nonfeasance of an Agent in Control May Be Misfeasance as to 
Third Person Injured Thereby: 


If an agent is put in control with the express or implied 
Consent of the principal, or is given or exercises such powers 
Within his authority that an independent actor would have, he 
owes to the third person the duty to use due care in what he 
does, notwithstanding that he also owes a special duty to his 
Principal, and his failure to properly perform his duty, while it 
May be a nonfeasance as to his principal, is a misfeasance to 
the third person injured thereby.—Ibid. 

0 Recovery in Absence of Showing of Loss: 

An action by a shipper of peaches against a refrigerator 
Company for negligent icing, where it was alleged that the 
beaches were worth $1.50 per bushel, and it appeared that they 
8ld for such price at destination, plaintiff could not recover, 
Not having suffered any loss.—Ibid. 

tasure of Recovery for Damages to Peaches Shipped Stated: 
In an action against a refrigerator company for damages 
a shipment of peaches, the measure of recovery is the dif- 


erence between the market value when delivered to carrier and 
at destination.—Ibid. 
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Measure of Damages for Shipment of Peaches Condemned 

Stated: 

Where a shipment of peaches was injured by negligent 
icing of the refrigerator cars by the refrigerator transit com- 
pany, and was condemned by the city board of health as unfit 
for human consumption, the measure of damages is the full 
value of goods at destination.—Ibid. 

TELEGRAPHS AND TELEPHONES 
Sender of Interstate Message Bound by Limitation of Liability 
in Established Tariff: 

(Court of Appeals of Alabama.) Under interstate com- 
merce act, Feb. 4, 1887, sec. 1, as amended by act June 18, 1910, 
sec. 7 (U. S. Comp. St., sec 8563), the sender of an unrepeated 
message from one state to another is charged with knowledge 
of the rules governing the sending of such messages, and with- 
out actual knowledge, in the absence of wilful misconduct or 
gross negligence on the part of the company, is legally bound 
by the provision in the company’s lawfully established tariff 
as to the limitation of the company’s liability for mistakes in 
the transmission of such messages to the amount of the tolls 
collected on the message sent, where such tariff offers alter- 
native rates for repeated and unrepeated messages, since any 
deviation from the lawful rate would violate’ the statutory re- 
quirements of equality and uniformity of rates.—Western Union 
Telegraph Co. vs. Preister, 93 Sou. Rep. 231. 

Limitation of Liability Binding on Sender of Interstate Message 

Without Notice: 

(Court of Appeals of Alabama.) A provision limiting lia- 
bility of a telegraph company for failure to correctly transmit 
an interstate unrepeated message, to the amount paid for send- 
ing the message, is valid, whether the message was written on 
one of the telegraph company’s blanks, or whether the sender 
knew of the regulations or classifications Western Union Tele- 
graph Co. vs. Padgett, 93 Sou. Rep. 238. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 
Contract Rate Not Invalidated by Subsequent Fixing of Same 

Rate by Commission: ‘ 

(Supreme Court of Louisiana.) The mere fixing of a rate 
by the railroad commission, when it is the same as stipulated 
in a prior contract between shipper and carrier, does not of 
itself invalidate such agreement.—Alexandria & W. Ry. Co. vs. 
Long Pine Lumber Co. of Louisiana, Inc., 93 Sou. Rep. 199. 
Parties May Not Deviate from Rates Fixed by State, But May 

Make Agreements Not Conflicting Therewith: 

The state, under its police power, may fix rates, and no con- 
tract of private persons can deviate therefrom, though made 
prior to such action by the state; but, so long as such agree- 
ments do not conflict with the rates and regulations officially 
prescribed, and there is no discrimination, the parties may stipu- 
late as their interest may require.—lIbid. 

Contract Fixing Rates Held Abrogated by Tariff Subsequently 

Approved by Commission: 

An agreement for the shipment of logs at specified rate, 
which bound the shipper to ship a specified minimum quantity 
was abrogated where the carrier subsequently, over the shipper’s 
protest, obtained approval by the railroad commission of a tar- 
iff fixing the same rate, but conditioned upon the reshipment 
ag entire product manufactured from the logs so shipped.— 


Party Cannot Add Onerous Conditions Without the Other Pa 
Consent: ‘ 
One party to a contract cannot add more onerous condi- 

tions thereto without consent of the other.—Ibid. 

~~ — to Perform Cannot Exact Performance by Other 

arty: 
A party to a contract cannot exact of the other party per- 
formance when he himself cannot perform.—Ibid. 

Receiver’s Contract to Transport Chats for Ballasting for Com- 
pany Construction and Leasing Line to Receiver Held Valid. 
(Circuit Court of Appeals, Eighth Circuit.) Where plaintiff, 

who contracted to construct and lease a line of railway to the 

receiver of another road for the period of partnership, with an 
option to continue for ten years and with trackage rights after 
expiration of lease, was not required to ballast road, recéiver’s 
agreement, in consideration of fact that ballasting would reduce 
expenses of maintenance and operation, to transport chats for 
ballasting for cost of transporting in work trains, instead of 
amount fixed by tariffs filed with the Interstate Commerce Com- 
oe was valid—Oklahoma Belt R. Co. vs. Schaff, 282 F. 
Rep. 128. i 
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Contenet Made by Receiver’s Chief Operating Officer Held Bind- 

ng: 

A contract made by a railroad receiver’s chief operating 
officer, whose duties were substantially those of a railroad com- 
pany’s general manager, for the transportation of chats to be 
used in ballasting a line of railway to be leased to the receiver 
for the cost of .transportation in work trains, was binding on 
the receiver, though not approved by him personally.—lIbid. 
bong meneine Agreements for Division of Joint Rates Presumed 

air: 

(District Court, S. D., New York.) Agreements between 
railroads for divisions of joint through rates, in force for more 
than thirty years, are presumed fair under unchanged conditions. 
—Akron, C. & Y. Ry. Co, et al. vs. United States (Interstate 
* Commerce Commission, Intervener), 282 Fed. Rep. 306. 

Order of Interstate Commerce Commission, Changing Division 
of Joint Through Rates, Held Justified: 

Readjustment by the Interstate Commerce Commission of 
established divisions of joint freight rates on through traffic 
between the New England railroads and their connecting roads 
west of the Hudson held justified by changed conditions, brought 
about by increased rates and large increase in labor and fuel 
cost, which affected the New England lines comparatively more 
than their western connections, because of their comparatively 
shorter hauls, their less density of freight traffic, their numerous 
terminals and branch lines, and their greater distance from coal 
supplies, with the increased cost of its transportation.—Ibid. 
Rate Order of Interstate Commerce Commission Not Set Aside 

by Courts, Unless Violative of Constitution or Statute, or 

Not Supported by Evidence: 

An order of the Interstate Commerce Commission, fixing 
or prescribing the division of joint rates, based on findings of 
fact, will not be set aside by the courts unless it is in violation 
of the Constitution, or does not conform to the statutory author- 
ity me in the Commission, or is not supported by evidence. 
—Ibid. 

Order Fixing Division of Joint Rates Between Groups of Rail- 
roads Held Within Powers of Interstate Commerce Com- 
mission: 

An order of the Interstate Commerce Commission prescrib- 
ing division of joint rates between all railroads operating to 
the west of the Hudson River and connecting*New England 
lines, as groups, without determining the divisions as between 
individual carriers, held within the comprehensive discretionary 
powers given the Commission by transportation act 1920, sec. 
418.— Ibid. 

Order of Commission Respecting Rates Not Invalid Because 
Provisional: 

The validity of an order of the Interstate Commerce Com- 
mission fixing rates or division of joint rates is not affected by 
the fact that it is provisional and subject to change after further 
consideration.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


ests taken from Reporters and Digests of National Reporter 
ore mam published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Charter Held Not in Fault for Sinking of Barge: 


(Circuit Court of Appeals, Ninth Circuit.) The sinking of 
a barge after being loaded with no more of the quantity of sand 
she was chartered to carry held not shown by the evidence to 
have been due to improper loading by the charterer.—The Mo- 
nongahela, Crowley Launch & Tugboat Co. vs. United States 
Shipping Board Emergency Fleet Corporation et al., 282 F. Rep. 
17. 

In Absence of Covenant to Return in Good Condition, Charterer 

Liable Only for Negligence: 

Where a charter party contains no covenant for return of 
the vessel in good condition, such covenant cannot be implied, 
and the charterer is liable for loss or injury only on proof of 
negligence.—Ibid. 

Loss of Vessel by Charterer; Burden of Proof: 

Failure to return a chartered vessel and her loss while in 
possession of the charterer makes a prima facie case of neg: 
ligence; but, when this is met by contradicting evidence, the 
burden of proof again rests with libelant.—Ibid. 

Stowage of Bulky Packages, so They Could Not Be Found at 

First Port of Call, Held Negligence: 

(Circuit Court of Appeals, Second Circuit.) Where bulky 
packages, one of which was 20 feet long and weighed 10 tons, 
were stowed away in such manner that they could not be found 
at the first port of call, the carrier was negligent.—Niles-Bement- 
Pond Co. vs. Dampkiesaktieselskabet Balto et al., 282 Fed. Rep. 
235. 

Value of Goods Lost Recoverable, Where Not Discharged at 
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Port of Destination, Notwithstanding Provision of Billi of 

Lading Limiting Liability: 

Where vessel failed to discharge goods at port of destina- 
tion because the packages had been stowed so that they could 
not be found, and the ship, after leaving such port, was sunk 
by a submarine, the carrier was liable for damages sustained, 
notwithstanding provisions of bill of lading limiting the damage 
to a specified amount per package, and making it permissible 
for the carrier, on failure to find goods at port of destination, 
to subsequently transship the goods, the failure to deliver the 
goods at the port named constituting a deviation, vitiating the 
provisions of bill of lading limiting the liability.—Ibid. 


Defects in Vessel, when Charter Entered Into, Not Ground for 
Cancellation of Charter, if Ship in Seaworthy Condition Be. 
fore Date on Which Required to Report: 

(Circuit Court of Appeals, Second Circuit.) Where charter 
gave charterers the option to cancel the charter on vessel’s fail- 
ure to report for cargo on or before a specified date, unsea- 
worthiness of vessel at the time the charter was entered into 
is not ground for cancellation of charter, notwithstanding war- 
ranty of seaworthiness, if the vessel was put in seaworthy con- 
dition before such specified date—Oneida Nav. Co. vs. L. Rich- 
ardson & Co., Inc., 282 Fed. Rep. 241. 

Reciprocal Provisions of Charter Party Must Be Complied with: 
A charter party is a commercial contract, whose reciprocal 

provisions must be complied with.—Ibid. 

Charterers Held Entitled to Cancel Charter for Unseaworthiness 
of Vessel on Cancellation Date: 

Where charter party gave charterers the option to cancel 
charter on failure of the auxiliary schooner to report for cargo 
on or before a specified date, and on such date the auxiliary 
engines were not connected with the oil tanks, nor assembled, 
the charterers could cancel the charter under a provision of 
the charter warranting seaworthiness.—Ibid. 

Stevedore Primarily Liable for Loss of Cargo by Overloading 
Lighter: 

(Circuit Court of Appeals, Second Circuit.) A stevedore 
employed to discharge railroad ties from a steamer and stow 
them on a lighter is primarily liable for loss of ties by capsizing 
of the lighter from overloading, having continued to load after 
the lighter began to list and it was apparent that there was an 
overload.—The Evelyn. Cooney, Eckstein & Co. vs. F. & J. 
Auditore & Co. et al.; Flannery vs. Same, 282 Fed. Rep. 250. 
Owner of Lighter Secondarily Liable for Loss of Cargo Because 

of Captain Not Objecting to Overloading: 

The owner of a lighter chartered by owner of ties for 
transporting them from ship was secondarily liable for their 
loss by capsizing of the lighter from overloading by stevedore, 
the lighter captain not objecting to further loading when it 
was plain that the lighter was overloading and listing.—Ibid. 
Charterer of Lighter Not Responsible for Overturning from 

Overloading by Stevedore Without Objection by Captain: 

The charterer of a lighter for transportation of his ties 
from a ship was not responsible for overturning of the lighter 
from overloading by the stevedore without objection by the 
lighter captain, whether the charter was a demise or an affreight- 
ment charter, with an undertaking on the part of a previous 
charterer to transport the cargo.—lIbid. 


Ship Exempted by Bill of Lading from Liability for Damage 
from Unseaworthiness, Where Owners Exercised Due Dili- 
gence: 

(District Court, S. D., New York.) Under a clause in the 
bill of lading exempting the carrier from liability for loss or 
damage to cargo Occasioned by unseaworthiness, “even existing 
at time of shipment or sailing on the voyage, provided the 
owners have exercised due diligence to make the vessel sea- 
worthy,” the ship held not liable for damage caused by leakage, 
though unseaworthy in respect to hes bottom riveting, where 
she had been dry-docked within a few months and pronounced 
in good order and the owners had conformed with every sug- 
gestion as to repairs—The Turret Crown, 282 Fed. Rep. 354. 
Exception of Perils of the Sea Not Effective as to Damage to 

Which Carrier’s Negligence Contributed: 

An exception in bills of lading of perils of the sea does not 
relieve the carrier from liability for loss or damage caused by 
sea perils, if its own fault or negligence was a contributing 
cause.—Ibid. 


Ship Held Not Liabile for Damage Caused to Cargo on Pier by 

Extraordinary Flood Tide: 

Damage to cargo, after its discharge on a pier at a port 
of refuge, caused by an extraordinary flood tide, held due to 
act of God. for which the ship was not liable.—Ibid. 
Unseaworthiness Does Not Abrogate Contract of Carriage: 

Unseaworthiness of the vessel, while it deprives the carrier 
of the benefit of all exceptions as to liability, leaves the other 
conditions of the bill of lading in force.—Ibid. 

Deviation, When Necessary for Safety, Does Not Displace Con- 
tract: 

Where on a voyage it becomes necessary for safety of the 
ship, crew and cargo, to seek a port for repairs, such deviation 
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does not displace the contract of carriage, though made neces- 
sary by unseaworthiness.—lIbid. 
Loss of Cargo; Right of Carrier to Insurance; “Payment:” 
Conditional advances made by insurers to cargo owners, 
pending suits by the latter against the carrier for damages, are 
not “payments” which inure to the carrier under a clause of 
the bills of lading giving it the benefit of any payments made 
by insurers, “whether under the guise of advances, loans, or 


otherwise,” where they were not intended by the parties as 
payments.—Ibid. 


SPECIAL SESSION CALLED 


The Trafic World Washington Bureau 

President Harding, the night of November 9, issued a 
proclamation declaring that the public interest required that 
Congress be convened in extra session November 20 to receive 
such communication as may be made by the President. It is 
presumed that the principal matter that will be brought to the 
attention of Congress by the President will be the pending ship 
subsidy bill, although no indication of this was given in the 
official call. 

Just what effect the results of the election will have on 
the subsidy bill is doubtful. It is believed the chances for pas- 
sage will be more favorable in the House than in the Senate. 

It is regarded as certain that the situation resulting from 
the Daugherty ruling against the sale or possession of intoxicat- 
ing liquor on either American or foreign ships wifl figure promi- 


nently in the consideration of the ship subsidy bill by Congress. 


One member of President Harding’s official family is understood 
to have expressed the hope that Congress would modify the pro- 
hibition law, at least to the extent of exempting foreign flag 
ships from the Daugherty ruling as to avoid international com- 
plications, 

However, this member did no more than express the hope 
that such action would be taken by Congress, it is understood, 
and there apparently is little chance of the Administration 
formally recommending modification of the law. The impres- 
sion prevails in Washington that the Administration would 
not openly recommend modification of the liquor law. It is 
also believed: that there is little chance for Congress to take 


the initiative in the matter and revise the law, because the pro- 


hibition question is regarded as being full of dynamite from 
the political point of view. 

Advocates of the subsidy bill that a favorable reaction to 
the subsidy followed the action of President Harding in order- 
ing Chairman Lasker to stop the sale of liquor on American 
flag ships, the reasoning being that it became more apparent 
than ever that American ships must be subsidized. The deduc- 
tion from such a premise is that the Administration, anxious 
for passage for the subsidy bill, will not complicate matters by 
making recommendations for modification of the Volstead act 
relative to the sale of liquor on ships. This is assuming, of 
course, that the Daugherty construction of the law is upheld. 

“Reports emanating from quarters identified with the op- 
position to the shipping bill are to the effect that the farm 
bloc in the Senate has decided to fight the measure,” says the 
National Merchant Marine Association in a statement, con- 
tinuing in part as follows: 

In other quarters, however, this is regarded as more of a move 
in the direction of previously announced efforts to secure special 
legislation for the agricultural interests, through an exchange of 
support. As to the agricultural attitude toward the shipping bill, 
it is of interest to note that the Nebraska Millers’ Associaion, at a 
recent meeting in Omaha passed resolutions reading: ‘That we 
favor governmental support for our American merchant marine, to 


put our shipowners on an equal footing with the subsidized foreign 
steamship lines in the ocean carrying trade.”’ 

Gov. Allen of Kansas, in a recent statement declared that the estab- 
lishment of the American merchant marine was vital to the continued 
economic welfare of the agricultural states. ‘I believe,” he adds, 
“that the only practical way of establishing the merchant marine is 
to pass the pending shipping bill. This legislation will prove valuable 
to all producers of agricultural and manufactured goods. In Kansas 
and other farming states, continued prosperity must come from new 
markets for agricultural products and lowered transportation costs 
to those markets, Our rivals for the world’s trade view with great 
alarm tHe prospects of the passage of the bill and their represen- 
tatives are spreading insidious propaganda and doing their utmost to 
defeat the measure. This is the strongest evidence possible why the 
bill will benefit America and why it should receive the support of 
patriotic Americans. As a supporter of the claims of the Middle 
West for greater opportunities in all matters pertaining to transpor- 
tation and accessibility to the sea, I hope this bill will be passed by 
our national Congress at this session.’’ 


SERVICE TO MANILA 

W. J. Love, vice president and general manager of the 
Emergency Fleet Corporation, has announced that, in addi- 
tion to the M. S. William Penn, of 12,500 d.w.t., which sails 
from North Atlantic ports direct to Manila on November 16, 
the Shipping Board has arranged to send the SS. Radnor, of 
12,000 d.w.t., direct from Gulf ports to Manila in December. 
The William Penn is under the managing agency of the Barber 
Steamship Company, and the Radnor is under thé managing 


agency of the Tampa Inter-Ocean Steamship Company. The - 


above arrangement is in line with the board’s intention to give 
improved service to Manila with direct sailings, Mr. Love said. 
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SHIPPING BOARD CHANGES 


The Trafic World Washington Bureau 
Chairman Lasker, of the Shipping Board, announced No- 
vember 9 that Vice-President W. J. Love would go to New York 
to take complete charge of the New York office of the board. 
He will succeed A. F. Mack, district manager, but will have 
greater authority than Mack had and will retain his position 
as vice-president. He will also have general supervision of the 
board’s passenger lines. He will continue as trustee of the 
Emergency Fleet Corporation and make weekly trips to Wash- 
ington to attend the meetings of the trustees. 
The management of the traffic department in Washington 
will pass to W. B. Keene, Mr. Love’s assistant, who has been 
elected a trustee of the Emergency Fleet Corporation. Mr. 


Lasker said the changes would improve the government’s ship- 
ping service. 


DESIRES TO SELL CARGO VESSELS 


The Trafic World Washington Bureau 


The Shipping Board is making a special effort to interest 
American steamship companies in the purchase of the steamers 
West Greylock, West Faralon, West Chopoka and West Prospect, 
four cargo vessels of the 10,000 deadweight ton flush deck type, 
built by the Los Angeles Shipbuilding and Drydock Company, ac- 
cording to Sidney Henry, director of sales, United States Shipping 
Board Emergency Fleet Corporation, who said they are now on 
the market for sale. 

The board has communicated with the various American 
companies, sending particulars of these ships, which are con- 
sidered to be in the class of the finest cargo ships under the 
American flag. 

The board has stated that it will be prepared to consider 
offers on the four ships on a lump sum basis “as is, where is,” 
exclusive of consumable stores fuel and leased equipment, 
through private competitive negotiations on or after November 
10, 1922, and that while no definite price has been placed on 
them, and bidders may submit offers on their own estimate of 
valuation, the board is holding the vessels at higher than $30 
per deadweight ton. 

The West Greylock is now at New York, having recently 
completed a voyage to the Orient. The other three are now 
engaged on voyages to the Orient and are scheduled to return to 
United States Pacific ports during February ’23. 

Emphasis has been placed on the fact that the ships should 
be unusually attractive for general cargo service on long voyages. 
They are equipped with reciprocating engines 3500 IHP, Scotch 
boilers, oil burners with a maximum speed of 12 knots and have 
cargo handling gear of the highest type, consisting of twenty- 
two 5-ton booms, one 30-ton boom and twenty-two winches. 

Especial interest will attach to the outcome of the board’s 
effort in this connection, as several companies had indicated a 
tentative disposition to purchase the ships named and the board 
decided that no opportunity should be lost to develop competition 
among American companies for the acquisition of such tonnage. 


U.S. SHIPS IN INTERCOASTAL TRADE 


The Trafic World Washington Bureau 
Discontinuance of the use of government-owned tonnage in 
trade between Atlantic and Pacific ports was urged this week 
by the Chamber of Commerce of the United States. 
In a letter to Chairman Lasker of the Shipping Board, Julius 
H. Barnes, president of the chamber, proposed that the govern- 
ment withdraw its ships now used on coast-to-coast routes, as 
there was more than enough privately-owned tonnage at the 
present time handling this commerce. He said: 





Upon taking the opinion of the organization in our membership, in 
the most deliberative and representative manner we have been able 
to devise, we have found that our membership by a large majority is 
opposed not only to government ownership and operation of merchant 
vessels, but also to interim competition from government-owned ves- 
sels with privately-owned and operated vessels which afford ade- 
quate service. : 

It becomes appropriate, therefore, for me to place before you the 
position of the Chamber of Commerce of the United States in con- 
nction with the question the Shipping Board is now considering with 
respect to continued use of government-owned tonnage on routes in 
domestic trade between Atlantic and Pacific ports. Our merchant 
marine bureau has followed the proceedings before your board and 
has made inquiries of its own, and the matter has been before ous 
merchant marine committee for its consideration. The conclusion 
reached by our bureau and our committee has been that there is an 
excess even of privately-owned tonnage engaged in the trades which 
are under consideration. This tonnage is necessarily owned and op- 
erated by American citizens, under the American flag. There are 
no conditions in prospect which would cause the tonnage on these 
routes to be insufficient for the transportation service required. ‘The 
circumstances that privately-owned vessels operating on these routes 
are in strong competition to keep rates at reasonable levels, from 
the shippers’ point of view. 

These circumstances make clear the national chamber’s position. 
It is that use of government-owned tonnage in the coast-to-coast 
service should now be discontinued, however necessary such use of 
this tonnage may have been under conditions which are now past 
and which are not likely to return. 


No action has been taken by the board on the recommenda- 
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tion of Commissioner Chamberlain that the government ships be 
kept in the intercoastal service. Some time ago Chairman 
Lasker said he would favor withdrawal of the vessels provided 
the private lines maintained the same service as now given. 


OFFERS HOG ISLAND FOR SALE 
The Trafic World Washington Bureau 


The Shipping Board has decided to sell Hog Island and will 
call for sealed bids to be opened January 30, 1923, according to 
an announcement made by Sidney Henry, director of sales, 
United States Shipping Board Emergency Fleet Corporation. 
Notice is given thus far in advance on account of the great value 
of the property and the desire of the board to give every op- 
portunity to those that may be interested in its purchase to make 
the necessary financial arrangements. Mr. Henry said: 


It has been evident for a long time that this property would not 
again be called on for shipbuilding purposes, but that its real value 
lay in its commercial development as a terminal and manufacturing 
site. The board has disposed of the surplus materials which were 
stored at this location and is now prepared to offer the real estate 
and improvements for sale. 

It is probably unnecessary to describe this property which is as 
widely known as any industrial site in the country, due to its con- 
tribution during the war to America’s quota of shipping. It may be 
that during the years since the close of the war the recollections of 
this property have become somewhat less clear and a few of its prin- 
cipal characteristics may be recalled. The yard is located on the 
deep water on the Delaware river a short distance below the mouth 
of the Schuylkill and less than seven miles from the city hall of 
Philadelphia. It contains in the neighborhood of 950 acres of land 
and in connection with the shipbuilding program this land has been 
graded, the water front dredged, roads constructed from end to end, 
an elaborate trackage system installed and the water front, which 
extends for about two miles, is already equipped with piers neces- 
sary for its use as a terminal, having seven piers, 1,000 feet in 
length, and 100 feet in width, equipped with cranes. : 

Buildings remaining on the property will be sold with it, in- 
cluding a large modern concrete warehouse and several permanent 
shop buildings of steel construction, in addition to a large number of 
wooden buildings which will be of value in connection with the de- 
velopment of the property. 

‘Whoever may be the purchaser of this property or whatever may 
be its development, it is a matter of very great importance to the 
city and port of Philadelphia, for there are few, if any, sites in the 
vicinity of our larger ports which have the possibilities of aiding 
their commercial growth as has this property. 


GULF PORTS OCEAN COMMERCE 


The Gulf District ranks second to the North Atlantic Dis- 
trict in importance as a transportation center, providing an out- 
let for over 26 per cent of the exports and receiving over 30 
per cent of the imports, including oil cargoes, of the entire 
United States, according to the Department of Commerce. 

The principal ports of the Gulf District, in the order of 
their importance in export trade in 1921, as shown by figures 
compiled by the department, are: 


Cargoes Per cent Cargoes Per cent 

cleared of district entered of district 

Ports. (long tons). total. (long tons). total. 
New Orleans ......... ,128,959 35.9 3,276,249 29.2 
Galveston sé... cede 2,920,262 25.4 1,932,17 17.2 
ee DUONG bck dic i vn 1,681,202 14.6 3,401,653 30.4 
Baton. Rouge ......... 809,719 7.0 1,542,071 13.8 
I odd ob 0 vinh-déie 060 586,830 5.1 175,556 1.6 
ER 6.4 b:s:h © GM. 6:4:6 eS hat 487,209 4.2 18,509 2.0 
ga ee 263,245 2.3 50,454 5 
| i RR 200,318 at 244,716 2.2 
gins 2 ieee SLL | 151,409 1.3 11,423 Pe 
| PREY See ae 116,838 1.0 141,042 1.2 
OF Went 05) cts < ieee 102,558 9 117,326 1.0 
DE A ea 11,448,549 bd 11,111,177 “ess 


Exports (in long tons) in 1921, by flag; were as follows: 


Commodity. American. Foreign. Total 
Petroleum and products ............. 1,314,953 2,664,465 3,979,418 
EE Detar ewe ute wath nts i ween ne Cale 389,632 1,684,879 2,074,511 
NP USSU SSE. Sb. ce ECTS 8. El 414,7 639,490 1,054,208 
RROD SIUV4 OSE BEERS. ORES ES nes 536,489 492,075 1,038,564 
CUE CLS DEIES « the dds HERAT Sins 243,020 340,940 583,960 
Cen er ermine) oss ies GTA aS. 245,211 281,166 526,377 
eS TLE CE CER S Bedae DE rere 229,861 221,798 51,65 
Wheat flour .......-..eeeseeeeeeeeeee 200,254 110,518 310,772 
Be iA bg et, ae epee 69,51 161,146 230,659 
Tron and steel mfgs. ............... 138,783 69,271 208,054 
Sugar (refined and mfg.)........... 37,940 73,851 111,791 
DWOURSCH ANA malgae: i. oi. ised ede Kossve 13,315 54,213 67,528 
ee ee ee pee 454,528 531,461 985,989 

BORER + caws ier Shies ccd besevdien 4,288,217 7,325,273 11,613,490 

Imports (in long tons), by flag, were: 

Commodity. American. Foreign. Total. 
Petrolewm; Crude ..65 6 skis sin ceeeeiws 8,426,876 798,637 9,225,513 
NE 6 Ba. 0Fs eh aWeidee Selec S806 89,248 370,955 60,2 
BR Are eee re ee ae ne 317,643 228,899 546,542 
SUMNOS SWE Ecc wesiietadeccod. 150,962 58,639 209,601 

NO HOKE, SG ibd SiS cele Uiease duet 48,357 ~ 99,697 148,054 
Btn We eaten ies os 06s ve BRS. sve 45,394 35,193 80,587 
Jute and manufactures............. 56,274 19,013 75,287 
Fibres and grasses ...2............. 12,099 28,825 40,924 
BOMOTAl:. CRIGO: is. ido ob vic wive cee ees 152,132 151,684 303,816 

WL wn 0 sed claw c eanwbin heuss < GOdu 9,398,985 1,791,542 11,190,527 


The predominance of oil cargoes, in both the import and 
export trade of the district, is due to the proximity of the source 
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of supply. Imports of oil during the year ended June 30, 1922, 
totaled 9,225,513 long tons, or about 82 per cent of the total 
imports into the district. Exports of this commodity, 3,979,418 
long tons, constituted about 34 per cent of the district total. As 
a result of the traffic in crude petroleum the rank of the ports 
in overseas commerce is distorted. 

American vessels carried 91 per cent of the total petroleum 
imports, which represented almost 80 per cent of the total 
imports into the district. Foreign vessels exceeded ;:American 
in the carriage of bananas, coffee and fibers, and grasses. 


CURRENT AMERICAN SHIPBUILDING 


On October 1, 1922, American shipyards were building or 
under contract to build for private shipowners 198 steel vessels 
of 255,431 gross tons compared with 131 steel vessels of 249,999 
gross tons on September 1, 1922. 

These figures do not include government ships or ships 
building or contracted for by the United States Shipping Board. 


POSTAL CONVENTION 


Ratifications of the Pan American postal convention held 
at Buenos Aires in September, 1921, has just been completed by 
the Dominican Republic, the Post Office Department has an- 
nounced. 

Effective immediately parcel post packages between the 
United States and San Domingo will be carried at the rates 
of 12 cents per pound. The maximum weight limit is changed 
from 20 to 22 pounds. 

All diplomatic correspondence between the two countries 
will be transported through the mails free of postage in the 
future. Cost of sending a letter is fixed at 2 cents and a post 
card at 1 cent. 


DULUTH-NEW YORK WATER SERVICE 


With the opening of navigation on the Great Lakes next 
spring an all-water service between Duluth and New York Har- 
bor will be a reality for the first time, according to an announce- 
ment made in behalf of the newly created McDougall Terminal 
Company of Duluth, owner of the new line, which will be known 
as the Minnesota-Atlantic Transit Company. 

In making known the organization of the terminal company 
with its boat line subsidiary, the backers of the project asserted 
their plan contemplated the first through water route, together 
with the construction at Duluth of the first unit of terminal 
warehouse facilities which will be operated on a public-service 
basis to serve the entire Northwest. 

A. Miller McDougall, M. W. Alworth and S. R. Kirby, Duluth 
business leaders, are respectively president, vice-president and 
vice-president-treasurer of the McDougall Terminal Company, 
A. T. Banning, also of Duluth, is secretary, and W. P. Trickett, 
president of the Minneapolis Terminal Warehouse Company, and 
for fourteen years in active charge of the Minneapolis Traffic 
Association, has acquired a substantial interest in the corpora- 
tion and is director and general manager. 

“We will start our through water service with a minimum 
of two boats,” said Mr. Trickett, “using the type of boat which 
has been proved the best for a fast package freight service. 
The Minnesota-Atlantic Transit Company is now building two 
modern Diesel-electric driven motorships with a package freight 
carrying capacity of 2,300 tons each. These boats will ply be 
tween Duluth and New York City by way of Lake Superior, 
Sault Ste. Marie, Lake Huron, Lake Erie, the Welland Canal, 
Lake Ontario to Oswego, N. Y., where they will enter the new 
New York state canal, proceeding to Troy, N. Y., from which 
point the balance of the trip will be made down the Hudson 
River. 

“We. also hope to have six larger lake boats at the opening 
of our service. These larger boats will operate between Duluth 
and the lower lake. ports, including Oswego, N. Y., at which 
latter named port transshipment will be made to the New York, 
Ontario & Western, Delaware, Lackawanna & Western and the 
New York Central railroads. This will mean, in a, way, the 
rehabilitation of Oswego, which formerly was an important 
port in lake shipping, and extensive terminal facilities will there 
be required.” 


WISCONSIN SEEKS CAR RELIEF 

Carriers in Wisconsin have been ordered by the railroad 
commission of that state to take immediate steps to relieve 
the present car shortage. Intensive repairs on all rolling stock 
now lying idle must begin at once, the commission’s order say’ 
and the roads are to. make daily reports of their progress. 
Data is asked as to the number of bad order cars, the number 
of cars now in service, the distribution of all empty cars, 42 
the efforts being made to put more cars in service. The com 
mission warns the roads that in ten days it will order a hearilé 
to deterneine the cause of the shortage and the way to relieve It 
Some of the larger roads affected by the commission’s order 
are the Chicago & Northwestern, Chicago, Milwaukee & St 
Paul, Chicago, Burlington & Quincy, Illinois Central, and th 
Soo Line. 
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November 11, 1922 


S. P.-C. P. MERGER CASE 


The Trafic World Washington Bureau 


Argument on the motion of the Union Pacific asking dis- 
missal of the application of the Southern Pacific for authority 
under paragraph 2 of section 5 of the interstate commerce act 
to acquire control of the Central Pacific: by means of a lease 
and stock ownership was heard by the full Commission No- 
vember 4, 

H. A. Scandrett, ‘commerce counsel of the Union Pacific, 
said the Commission had been asked by the Southern Pacific to 
exercise a most extraordinary power—in effect, to nullify the 
decision of the Supreme Court of the United States in the South- 
ern Pacific-Central Pacific dissolution case. He argued that 
such power must be conferred on the Commission in express 
terms, and that the Union Pacific denied that the paragraph 
under which the application was filed gave the Commission that 
power. 

Commissioner Potter inquired whether or not the Com- 
mission might ultimately award the Central Pacific to the South- 
ern Pacific under the consolidation provisions of the act. At 
first Mr. Scandrett said it was not necessary to argue that 
question now—that the Union Pacific contended that the Com- 
mission had no authority at the present juncture of the situation. 
Later he said the Commission might never authorize a merger 
of the Central Pacific and the Southern Pacific. 

“Unless you can say at this time that putting the Central 
Pacific with the Southern Pacific would accord with your final 
consolidation plan, then you cannot grant this application,” said 
Mr. Scandrett. “You must be able to say that you know it will.” 

Commissioner Hall called attention to the fact that the 
Supreme Court was acting under the Sherman anti-trust act in 
the dissolution case, while in the present proceeding the Com- 
mission was acting under the transportation act. 

Mr. Scandrett said that was true, but that he assumed the 
court knew of the transportation act and that it would have 
been easy for the court, if it thought that the transportation act 
controlled, to have so indicated in its decision. He had said 
previously that the transportation act was called to the attention 
of the court in the argument in the dissolution case. 

Commissioner Hall remarked that no power of the Com- 
mission under the act had been invoked at the time the dis- 
solution case was before the court. 

Mr. Scandrett argued further that what the Southern Pacific 
proposed was in fact a consolidation into a single system, which 
csuld not be approved under paragraph 2 of section 5. He said 
at the present time the Southern Pacific and the Central Pacific 
were consolidated into a single system for operation, and that 
only one step more was necessary to make the consolidation 
more complete than it was and that was to convey the title of 
the physical property of the Central Pacific to the Southern 
Pacific. He said the Southern Pacific was asking authority to 
perpetuate a contro] condemned by the Supreme Court. He also 
contended that the jurisdiction of the federal district court to 
which the Supreme Court remanded the case was exclusive 
until the decree of the Supreme Court had been carried into 
effect. He asserted that the subject matter of that case was 
the same as that before the Commission in the application of 
the Southern Pacific. He said the Commission could not enter 
an order which would terminate the court proceedings and that 
the most that could be hoped for was that the Commission 
procedings would stay the hand of the court. 

“How would an order of the Commission interfere with 
the mandate of the Supreme Court?” asked Commissioner Hall. 
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“I don’t see how it can, but if it doesn’t, why are we here?” 
replied Mr. Scandrett. 

He added that the Commission should stay its hand until 
the federal district court had carried out the mandate of the 
Supreme Court. He said if it did otherwise there would be an 
unseemly conflict of jurisdiction. 

Mr. Scandrett contended further that the decision of the 
Supreme Court was a conclusive adjudication of the question 
that the control of the Central Pacific by the Southern Pacific 
was against the public interest. 

A request by Mr. Scandrett for permission to file briefs 
brought a protest from Fred H. Wood, commerce counsel for 
the Southern Pacific. The latter charged that the Union Pacific 
was attempting to delay the case and that expedition was essen- 
tial. He said briefs should be filed not later than in a few days 
at the most. : 

Mr. Scandrett said Mr. Wood’s accusation was without war- 
—. the Union Pacific was not seeking to delay the pro- 
ceeding. 


Commissioner Meyer announced briefs must be filed within 
seven days. 

* Mr. Wood again protested, but the ruling was not changed. 

Mr. Scandrett said even if the decision of the Supreme 
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Court did not amount to a final adjudication of the question 
at issue, it precluded a finding by the Commission before adop- 
tion of the final consolidation plan. 

N. H. Loomis, general solicitor of the Union Pacific, re- 
viewed the history of the two lines and took up the provisions 
of the Pacific railroad acts which he said contemplated that 
the Union Pacific and the Central Pacific would be operated 
practically as one road. He said with the road under the 
domination of the Southern Pacific it could not treat the Union 
Pacific fairly. He also contended that these acts stood in the 
cand = the Commission granting the application of the Southern 

acific. 

Edgar E. Clark, former chairman of the Commission, ap- 
pearing for the Union Pacific, said the transportation act had 
authorized the Commission in only one instance to approve an 
existing consolidation, and that that was in the case of the 
American Railway Express Company. He contended that as to 
other existing consolidations, such as that in the case before 
the Commission, the Commission was without authority to act. 
He also said that what the Southern Pacific asked the Commis- 
sion to do violated all rules of comity. He said that, even 
assuming that the Commission had the power to act, it should 
refuse to take jurisdiction until the court had carried out the 
mandate of the Supreme Court. 

Commissioner Hall suggested the supposition that Congress 
had repealed the Sherman act at the last session. Instead, he 
said, it had enacted a law providing for one railroad getting 
control of another. He asked whether or not the Commission 
was not an agency of Congress carrying out its directions. 

“In other words, don’t we have a mandate, too?” interjected 
Commissioner Aitchison. 

“Undoubtedly,” replied Mr. Clark. “I am not trying to de 
tract from the power of the Commission. But the law gave the 
Commission power to create something not then in existence.” 

Mr. Clark argued that paragraph 2 of section 5 was not writ- 
ten into the law to enable a railroad to retain hold of something 


' it already had. 


“How are we going to get at the facts without a hearing?” 
asked Commissioner Hall. “This is an application to cut off a 
hearing for reasons of law.” 

“Bxactly,” replied Mr. Clark. “There is no authority under 
paragraph 2 of section 5 to deal with a condition that existed at 
the time the law was passed. If the mandate is carried out and 
the properties separated, the Commission could then entertain 
a petition for consolidation.” 


Mr. Clark discussed briefly the power of the Commission 
under the consolidation provisions. He said when it had promul- 
gated its final plan it would have exhausted its power under the 


law. He said it could not require that any consolidations be 
made, 


Mr. Wood, for the Southern Pacific, in opening his argu- 
ment, said it was difficult to believe that he was hearing argu- 
ment on a jurisdictional question—that it appeared to be a hear- 
ing of testimony on the Southern Pacific’s application. He de- 
clared that the controversy primarily was not one between the 
Southern Pacific and the Union Pacific but rather between the 
Union Pacific and the public. He referred to the various public 
bodies and authorities who wished to be heard and said the Union 
Pacific was trying to shut them out. He said he did not believe 
the Commission would put itself in the position of refusing a 
hearing. 


The Southern Pacific, Mr. Wood said, accepted the decision 
of the Supreme Court and was not seeking to have the Commis- 
sion override it. He said it was not true that the applicant was 
seeking to preserve the present status—that it sought a status 
which never had existed—control by a valid lease and stock own- 
ership. He said the Supreme Court had held that the existing 
lease had been void stnce 1890. 


Mr. Wood held that the Southern Pacific, as lessee of the 
Central Pacific, could meet the terms of the Pacific railroad acts. 
He also asserted there was no lack of corporate capacity on the 
part of the Central Pacific to execute a lease as contended by the 
Union Pacific. He cited cases decided recently by the Commis- 
sion approving applications of carriers seeking more complete 
control over other carriers. He said the control of the Southern 
Pacific over the Central Pacific was temporary—that it was sub 
ject to termination by the federal district court. He said the 
Supreme Court could not pass on the transportation act in the 
case and that the Commission alone was empowered to bring 
about unified control in complete disregard of the anti-trust laws. 

Mr. Wood said if the Commission refused to act and the two 
properties were divorced and the Central Pacific sold at forced 
sale, and that then in the future the Commission should put them 
together again under the final consolidation plan,. the Southern 
Pacific could not buy the property back for what it sold it for. 
He suggested that perhaps it would not be able to buy it at all 
because of refusal of the owners to sell. 

If, on the other hand, he argued, the Commission should 
grant the application of the Southern Pacific, the property would 
be subject to the final consolidation plan adopted, even though 
it should provide that the Central Pacific be taken from the 


THE TRAFFIC WORLD 


Vol. XXX, No. 20 


Southern Pacific. He said if the Commission refused to take 
jurisdiction, permanent injury to the public and to the Southern 
Pacific stockholders would result. He contended what was pro. 
posed was not a consolidation. He said it would be an aid to 
the consolidation plan of the Commission when adopted. He 
said under the order which would be entered in the present 
case the Commission could so provide that the Southern Pacific 
would have to sell the Central Pacific stock if that were neces. 
sary to comply with the final consolidation plan, while if the 


pone Pacific had control the Commission could not compel it 
o sell. 


J. P. Blair, general counsel of the Southern Pacific, dis. 
cussed the Pacific railroad acts and the corporate powers of 
the Central Pacific to execute a lease. He argued the railroad 
acts were no bar to action by the Commission as requested 
by the Southern Pacific. 


Max Thelen, also of counsel for the Southern Pacific, dis. 
cussed the question of. comity, contending the Commission wag 
not bound by the rule of comity and that, if it were, the subject 
matter before the courts and before the Commission was not 
identical. He said the case might well be termed the “Union 
Pacific against the people,” because that road was seeking to 


cabs the public west of the Rocky Mountains from being 
eard. 


H. W. Prickett, representing the governor of Utah and the 
Chambers of Commerce of Salt Lake City and Provo, appeared 
in support of the Southern Pacific application. 


C. C. Dorsey, general attorney for the Union Pacific, con- 
cluded the day’s argument by rebuttal argument. He stressed 
the point that the Supreme Court, with knowledge of the trans- 
portation act and of the tentative report of the Commission 
putting the Central Pacific with the Southern Pacific, neverthe- 
less held that the control of the Central: Pacific by the Southern 
Pacific was against the public interest. It was his opinion that 
the Supreme Court reached the conclusion that the Commission, 
under the transportation act, never could interfere with the 
carrying out of the decision in the dissolution case. 


At the conclusion of the argument Mr. Wood again ob- 
jected to seven days’ time being given for the filing of briefs, 
but no change in the ruling was made. 


The hearing on the Southern Pacific’s application is set for 
November 21, and it was announced the hearing would be held 
unless the Commission decided it had no jurisdiction. 


STREET CAR HAULING ORE 


The Trafic World Washington Bureau 


Anything that looks like a freight car can get a job these 
days, even if its owner has q franchise to do no more than 
operate a street or an interurban railway. The _ insistence 
of the demand for cars was indicated, it was believed, a few 
days ago, when the Southwest Missouri obtained a special per- 
mission to file, on short notice, its I. C. C. No. 2, establishing a 
rate of 75 cents.a net ton on lead ore from Picher, Okla., to 
Galena, Kan. There was much speed in getting the special per- 
mission and the tariff prepared under its authority, because the 
railroad in question was and had been hauling ore for a col 
siderable time before there was even thought of filing a rate on 
the subject. The railroad company is an interurban road, much 
of the revenue of which is derived from the passenger business 
furnished by employes in the mines of the Eagle-Picher Lead 
Company at Picher, Okla. 


When the car situation on the two little steam railroads 
that serve the mines became such as to foreshadow the closing 
of the mines and thus depriving the Southwest Missouri of pas- 
senger revenue, the officials of the railroad and the local officials 
of the lead company devised a method for getting ore from the 
mines to the smelter at Galena. They took a flat car owned by 
the interurban company, put sides on it and began hauling ore at 
a rate of 75 cents a ton. That looked like a cutting of the steam 
railroad rate of $1.10 per ton, plus an unloading charge of 15 
cents a ton. It was not, however, a reduction. The lead com: 
pany had to do expensive trucking at each end of the electric 
line, which is 18 miles long. Considering the cost of that truck- 
ing, it is said, the 75-cent rate is more expensive than the $1.25 
combined cost of hauling by steam railroad. 


The arrangement was being worked with a degree of satis 
faction until J. A. Middleton, formerly freight traffic manager for 
the St. Louis-San Francisco, now traffic manager for the lead 
company, heard of it. With the physical arrangement he wa 
well pleased, because the result was that the smelters obtained 
some ore. But with the paper arrangements he was not 80 We 
satisfied. The men who had arranged the temporary transporte 
tion system, in their anxiety to get things going, had igno 
the sixth section of the interstate commerce law, which Tf 
quires a railroad to publish its rates. Mr. Middleton hurried - 
the Commission with the necessary applications to legalize wha 
had been done. He was able, after he got to Washington, to do 
the necessary tariff work in three hours. 
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Personal Notes 





The Louisville & Nashville Railroad announces the following 


changes in its freight traffic department: D. C. Moody, travel- 
ing freight agent, Evansville, Ind., vice C. J. Schwab, resigned; 
A. T. Wade, traveling freight agent, Jacksonville, Fla., vice M. 
P. Davis, promoted. 

The Atchison, Topeka & Santa Fe Railroad has made sev- 
eral changes in its operating department at Los Angeles, Cal. 
J. A. Christie has resumed his duties as superintendent of the 
Arizona division. G. W. Lupton is acting superintendent, Val- 
ley division, J. W. Walker having leave of absence. A. F. Hunt 
is acting superintendent, bay terminals, in Mr. Lupton’s place 

In the November 4 number of The Traffic World the name 
of the newly appointed district freight claim agent of the New 
York Central, at Chicago, was erroneously given as Thomas A. 
Wood, instead of Thomas A. Ward. 

Announcement is made of the following promotions on the 
Southern Railway System: R. L. Simpson, assistant freight 
traffic manager, Washington, D. C.; G. H. Wilcox, assistant 
freight traffic manager, Birmingham, Ala.; W. T. Turner, gen- 
eral traffic agent. Chattanooga, Tenn.; J. L. Martin, Pacific 
Coast agent, and H. S. Knapp, freight traffic representative, San 
Francisco, Cal.; H. V. Gardner, commercial agent, Los Angeles, 
Cal.; G. M. Nolen, division freight agent, Columbia, S. C.; 
C. C. Elder, division freight agent, Greensboro, N. C. 

e George A. Kelly has been made general solicitor of the 
Pullman Company, Chicago. 

H. J. Niemann has been promoted to the position of general 
freight agent of the Alabama & Vicksburg Railway and the 
Vicksburg, Shreveport & Pacific Railway at New Orleans, La. 

The Canadian Pacific Railway announces the following ap- 
pointments in its freight traffic department: E. N. Todd, freight 
traffic manager, and W. M. Kirkpatrick, general foreign freight 
agent, both at Montreal, Que.; George Stephen, assistant freight 
traffic manager, western lines, Winnipeg, Man. 

W. L. Nichol has been appointed general freight agent of 
the Nashville, Chattanooga & St. Louis Railway, succeeding 
Charles Barham, who has been elected chairman of the Southern 
Freight Association. G. W. Sloan has been appointed assistant 
general freight agent. 

L. G. Aumuller has been appointed traveling freight agent 
of the Norfolk Southern Railroad, with office at New York. 

James E. Duffy was elected president of the Port Huron & 
Detroit Railroad, Bay City, Mich., at a recent meeting of the 
board of directors, succeeding Thomas L. Handy, who died. 

The Buffalo, Rochester & .Pittsburgh Railway announces 
the following appointments: Edwin Marchant, commercial 
freight agent, Philadelphia, Pa.; Clyde BE. Cathers, traveling 
freight agent, Pittsburgh, Pa. 

W. B. Lanigan has been made general freight traffic agent 
of the Canadian Pacific Railway at Montreal, Que. 

The Michigan Central Railroad announces the following ap- 
pointments: Edward W. Brunck, assistant general freight 
agent, vice Frank R. Newman, resigned to accept service with 
another company; William D. McVey, assistant general freight 
agent, vice E. W. Brunck, promoted; Samuel W. Carder, assist- 
ant general freight agent, vice W. D. McVey, promoted. 

H. F. Twining has been appointed general agent of the Fort 
Dodge, Des Moines & Southern Railroad, with offices at Fort 
Dodge, Ia., vice A. L. Hillman, resigned. 

Edward E. Blodgett, chairman of the governing board of the 
Maritime Association of the Boston Chamber of Commerce, and 
Frank S. Davis, manager of the association, have been dele- 
gated by Governor Cox of Massachusetts to represent the com- 
monwealth at the eighteenth convention of the National Rivers 
and Harbors Congress, to be held at: Washington, December 
6 and 7. 

W. L. Seddon, vice-president of the Seaboard Air Line, will 
be elected vice-president of the Baltimore Steam Packet Com- 
pany at the next meeting of the board of directors, vice W. H. 
King, Jr., resigned. E. R. Clotworthy has been appointed di- 
rector of steam and passenger service of the Baltimore Steam 
Packet Company, Norfolk, Va. 


DOINGS OF THE TRAFFIC CLUBS 


The traffic clubs of Grand Rapids and Lansing, Mich., have 
voted to join the Associated Traffic Clubs of America, making a 
total membership to date of thirty-two clubs. The action of the 
Grand Rapids Club was taken Thursday evening of this week, 
after a dinner meeting which was addressed on the function 
of the traffic club by Henry A. Palmer, editor of The Traffic 
World. The vote was unanimous. 





The inaugural dinner of the Transportation Club of Evans- 
ville, Ind., was held at the Hotel McCurdy, Evansville, October 
17. Charles C. Cameron, general freight agent, Illinois Central 
Railroad, was the speaker. The club was organized in April, of 
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this year, and now has a membership of 160. J. C. Keller, 
secretary of the Commercial Furniture Manufacturers’ Associa- 
tion, is the president of the organization. 





The annual reception and entertainment/of the Traffic Club 
of Jersey City will be held December 18, in the ballroom of 
the Hotel Pennsylvania, New York City. A committee is pre- 
paring a souvenir booklet for the occasion, which will be dis- 
tributed among the industries in the Jersey district. J. EB. De- 
Shazo is chairman of the committee in charge of the event. 





The Traffic Club of Baltimore held its November meeting 
in the Hotel Rennert the evening of November 7. The pro- 
gram was informal and the election returns were received by 
wire. A buffet luncheon was served late in the evening. 





The November meeting of the Traffic Club of Philadelphia 
will be held on November 13 at the Bellevue-Stratford Hotel. 
Dr. Francis H. Green, headmaster of the Pennington School 
for Boys, and Dr. Howard R. McDade will speak. 


» 





At the meeting of the Indianapolis Traffic Club, at the Lin- 
coln Hotel, November 9, Harry E. Jordan, superintendent, filtra- 
tion plant, Indianapolis Water Company, and chairman of the 
chemical and bacteriological section of the Water Works Asso- 
ciation, addressed the members on the subject of “Water.” A 
musical program preceded Mr. Jordan’s talk. At the next lunch- 
eon, November 16, Merle Sidener, president of the Sidener- Van 
Riper Advertising Company, will speak on “Business Ethics.” 


A. R. A. DISTRICT MANAGER 


M. J. Gormely, chairman of the car service division of the 
American Railway Association, has announced the appointment 
of P. J. Coleman as district manager of the car service division 
with headquarters at Minneapolis, Minn., effective November 
10. Mr. Coleman will have the authority of the car Service 
division in the territory to which he is assigned, which includes 
the terminals at St. Paul and Minneapolis, the states of 
Minnesota, North and South Dakota, the northern part of 
Wisconsin, and Montana east of the Rocky Mountains. He 
was assistant general superintendent of transportation on the 
Northern Pacific during federal control and since that time 
has been with that road. The appointment of Mr. Coleman as 
district manager is in line with the policy of the car service 
division announced when J. W. Riley was made district manager 
with headquarters at St. Louis, the object being to decentralize 
the work of the division. 


INTERLOCKING DIRECTORATES, ETC. 


The Commission has held that the Mackinac Transportation 
Company and the Mutual Terminal Company of Buffalo, are not 
common carriers within the meaning of paragraph 12 of section 
20a, and has dismissed applications of various individuals which 
sought to hold positions with those companies. 

Because the part of a supplemental application filed August 
30, 1922, in Finance Docket 1777, which related to George E. 
Shaw was not in accordance with the requirements of the re- 
vised regulations prescribed by the Commission for filing inter- 
locking directorate applications, the Commission has dismissed 
that part of the supplemental application. 

R. P. Ahrens, and numerous other individuals were author- 
ized to hold positions with the Addison Railroad Company, and 
various other carriers. Each of these persons, however, before 
entering upon the performance of his duties with more than one 
carrier must file written notice of his intention with the sec- 
retary of the Commission. 

John G. Walber was authorized to hold the position of vice- 
president of the Cleveland, Cincinnati, Chicago & St. Louis 
Railway, and various other carriers. 


LETTUCE BY PARCEL POST 

Utilization of the parcel post for the shipment of lettuce 
to the extent of more than eighteen carloads in the season 
just closed is reported by Postmaster Dodge at Denver, Colorado, 
in a letter received at the Post Office Department. 

The letter, however, was beaten to Washington by a crate 
of lettuce which left Denver the same day addressed to Third 
Assistant Postmaster General Glover. The lettuce went by air 
mail via Cheyenne and was delivered to Mr.-Glover’s Washington 
home at 10 p. m. Saturday night, just fifty hours and thirty 
minutes after it left Denver. 

The lettuce growing industry is still in its infancy in Col0- 
rado, Postmaster Dodge reported, yet an average of 160 standard 
crates were handled daily by the Denver post office during the 
eighty-day season, the maximum for one day’s shipment reaching 
the figure of 240 crates. Bach ¢rate contained from 36 to 48 
heads and weighed from 65 to 70 ‘pounds. 

In addition to the parcel post shipments it is estimated that 
425 carloads were handled by freight, much of which was con 
signed to the eastern states. 
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FUEL DISTRIBUTION 


The Trafic World Washington Bureau 


Results of a conference between Federal Fuel Distributor 
C. E. Spens and a delegation of coal operators from the north- 
ern West Virginia bituminous field, at which reduction of $1.25 
a ton in the maximum price of domestic coals mined in this 
field was arranged, are given in the following statement, issued 
by Mr. Spens: 


The operators signified their willingness not to exceed a maximum 
f. o. b. price at mines of $4.50 per ton. Previous prices having 
ranged as high as $5.75 per ton, the new basis, therefore, constitutes 
a reduction in the previous maximum figure of $1.25 per ton. This 
basis was voluntarily established by the operators in the northern 
West Virginia field in recognition of the present emergency and to 
assist the federal fuel distributor in the accomplishment of the pur- 
poses of the Act establishing this office. 

While the representation at the conference was not complete, so 
large a percentage of the entire production was represented that we 
have been assured that we will have one hundred per cent co-operation 
in the entire district. 


The annual production of coal from the northern West 
Virginia field, used for various purposes, ranges between 16,000,- 
000 and 20,000,000 tons. 

Producers of anthracite have been requested by Federal Fuel 
Distributor C. E. Spens to market their coal only through legiti- 
mate trade channels, in order to eliminate intermediate specu- 
lation which has tended to increase unduly the price of hard 
coal in some sections. Mr. Spens’ communication, addressed to 
all hard coal operators, is as follows: 


Complaints are reaching the federal fuel distributor from a_ great 
many sources that higher f. 0. b. mine prices than those already 
agreed upon with the fair practices committee of Pennsylvania, as basic 
mine prices, are being asked on anthracite coal] and investigation has 
developed that this is due to a greaf extent to the employment of too 
many intermediate channels between the producer and the consumer. 

This condition of affairs can largely be corrected by the producers 
themselves, by confining their sales to legitimate wholesalers, and to 
legitimate retailers who deal directly with the ultimate consumer. 

In view of the current ‘“‘normal’’ level of anthracite prices and the 
intense demand due to anticipated reduced production, ‘intermediate 
speculation” savors of cruelty, and the federal fuel distributor invites 
the co-operation of all producers, to the end that the activities of this 
parasite on normal exchange may be entirely eliminated, or at least 
be reduced to a minimum. : 

The continuance of such practices reflects on the entire anthracite 
industry, which is most unfortunate, since so large a proportion of the 
representation of that industry is cooperating with all interests in a 
splendid manner in coping with the present emergency. 


The following statement as to the extent of commercial 
stocks of anthracite and bituminous coal throughout the country. 
as of October 1 was issued November 6, by Federal Fuel Distribu- 
tor C. E. Spens: 


A canvass of commercial stocks of anthracite and bituminous 
coal undertaken by the Bureau of the Census of the Department of 
Commerce, and the United States Geological Survey, under authority 
of the federal fuel distributor, indicates that on October 1, 1922, 
commercial consumers had in storage approximately 28,000,000 tons 
of soft coal. This figure compares with 27,000,000 tons on October 1, 
1916, and with 28,000,000 tons on October 1, 1917. Comparison with 
1918 and 1919, the war years, would not be of value. Figures for 
October 1, 1920, are not available. On June 1, 1920, stocks amounted 
to 20,000,000 tons. 

On September 1, 1922, stocks amounted to 22,000,000 tons, which 
had increased, as stated, to 28,000,000 tons on October 1, an increase 
of 27 per cent. The trend of production has continued upward and 
coal is being added to storage. The increase in storage from October 
first to November first, is estimated to at least equal the increase 
from September first to October first, so that, on November 1, 1922, 
stocks on hand approximated 35,000,000 tons. 


It is not possible to collect statistics of the stocks of domestic 
consumers, nor of the comparatively small individual steam coal 
consumers, and the statistics are, therefore, confined to commercial 
consumers’ stocks, including retailers. The stocks on hand on No- 
vember first—approximating 35,000,000 tons—comprise the quantity 
in the hands of commercial consumers, and does not include coal in 
the cellars of domestic consumers nor steamship fuel, nor coal on 
the Goete at the head of the lakes, which is classed as coal in 
transit. 

On January 1, 1922, commercial stocks amounted to 48,000,000 
tons. In anticipation of the strike consumers commenced to stock 
in January. On March first, the estimated stocks had grown to 
52,000,000 tons, and by April first, when the strike began, to at least 
63,000,000 tons. Consumption du.ing the strike, of course, excee@ed 
the production, and by September first stocks had been reduced as 
shown, to 22,000,000 tons. e experience of 1920 had indicated that 
when stocks fall to 20,000,000 tons, high prices and -anxiety result, 
and this experience was repeated in September, 1922. 


During the six months, March first to September first, 1922, it 1s 
estimated that the total consumption and exports of bituminous coal 
approximated 195,000,000 tons, a slight decrease in consumption as 
compared with the 1921 average, due to warmer weather, curtail- 
ment of operations in some lines of industry and shrinkage of exports. 
During this same period production and imports amounted to but 
152,900,000 tons, leaving a deficit of 42,100,000 tons, of which 30,500,- 
000 tons was drawn from consumers’ stocks and the balance, 11,600,000 
tons, from coal in transit. 

The average weekly production at present is approximately 10,- 
> aga tons or roughly 2,000,000 tons in excess of current consump- 

on. 

Expressing stocks in terms of days’ supply and divided as be- 
tween various classes of consumers, based on current rate of con- 
umption at time of stock taking (incomplete date being estimated), 


the situation on October 1, 1922, compared with September 1, 1922, 
was as follows: 


September1 October1 
By-product ...coke... plants.....0v0.0vsssisevrntewws 11 14 
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Since October first, 
crease still further. 

Since the anthracite production this season will probably not 
much exceed 60 per cent of that of last year, consumers must find 
substitutes for the deficit and, therefore, stocks of retailers in the 
anthracite consuming territory must be reckoned in terms of all 
coal on hand, anthracite and bituminous. 

Reports of anthracite in yards of retail coal merchants, based on 
advices received from approximately 500 dealers, indicate stocks on 
hand on September 1, 1922, were less than 10 per cent of stocks on 
hand on August 1, 1921. From September 1 to October 1, 1922, stocks 
increased slightly, but were still barely 13 per cent of those at the 
corresponding season last year. However, during the month of 
September, on account of the strike, there was only about a two 
weeks’ production. The production in October was large compared 
with previous years of 1920 and 1921, and so the condition on 
November first was undoubtedly somewhat better. 

The stocks of retailers, including both hard and soft coal, on 
October 1, 1922, showed a decrease of 67 per cent as compared with 
the stocks on November 1, 1921. In the state of California there 
was an increase; no change in Washington, Oklahoma and New 
Mexico; a decrease less than 25 per cent in Oregon, Nevada, Arizona, 
Nebraska, Minnesota; a decrease of 25 to 49 per cent in Montana, 
Idaho, Colorado, Mississippi, South Carolina, Maine, New Hampshire, 
and Maryland; a decrease of 50 to 74 per cent in Utah, Wyoming, 
North Dakota, Mlinois, Iowa and Missouri, Louisiana, Alabama, 
Georgia, New York, Massachusetts, and Connecticut; and a decrease 
of 75 per cent and over in Kansas, Arkansas, Missouri, Michigan, In- 
ne, — Pennsylvania, Kentucky, Virginia and West Virginia and 

ont. 

It will be noted that, generally speaking, the coal producing 
states show the greatest decrease, indicating the movement of coal 
to non-producing states, with subsequent opportunity to care for 
local needs. The increased production, permitting of increased re- 
serves in October, has also served to modify these percentages as of 
November 1, 1922, 

At the actual rate of consumption in September, stocks necessary 
to avoid curtailment of operations at industrial plants—other than 
steel and by-product coke—on hand on October first would suffice for 
37 days, the supply varying from state to state, as follows: 

Less than 30 days: California, Nevada, Texas, Kansas, Nebraska, 
North Dakota, South Dakota, Iowa, Illinois, Louisiana, Alabama, 
as nua Kentucky, West Virginia, Pennsylvania, Maryland and Dela- 

Thirty days and less than 60 days: Washington, Oregon, Idaho, 
Nevada, Wyoming, Coloradc, New Mexico, Minnesota, Wisconsin, Mis- 
souri, Arkansas, Mississippi, Michigan, Indiana, Ohio, Kentucky, New 
York, Virginia, Tennessee, North Carolina and Georgia. 

Sixty days and less than 90: Montana, Oklahoma, South Caro- 
Ina, Maine and Connecticut. 

Ninety days and over: Arizona, New Hampshire, Vermont, Mas- 
sachusetts, Rhode Island and Upper Peninsula of Michigan. 

In comparison with September 1, 1922, stocks on October 1 show 


an increase in almost every state, except for the South Atlanti a 
Gulf Coast Districts. a ew ee antic an 


stocks have continued, as stated, to in- 


The fifteen naval officers, designated to act as field represen- 
tatives of the federal fuel distributor in as many districts into 
which the territory east of the Mississippi River has been divided 
for administrative purposes in connection with the present coal 
emergency, resumed their duties at their respective posts Novem- 
ber 6, following a conference with federal fuel distributor Spens 
in Washington. At this conference, reports were to the effect 
that coal prices were generally easier. The car supply situation 
remains a troublous problem, various southern railroads com- 
plaining particularly regarding the failure of connecting lines 
to return coal-carrying equipment. This particular situation, 
however, seemed to be improving. Use of some open-top equip- 
ment for the transportation of stone, sand and other building 
material was reported, and it was stated that this diversion of 
coal cars was being investigated by the federal fuel distributor. 
Individual priorities for the movement of coal, the naval officers 
were advised, had been almost entirely eliminated. The co- 
operation of coal operators with the administration’s field repre- 
sentatives was being obtained quite generally in the various fields, 
it was said. - 

Conferences on the matier of coal prices, it was stated, would 
probably be held by the Federal Fuel Distributor in Washington 
in the next few days with representatives of the operators from 
the Ohio, Indiana, Illinois and western Kentucky fields and the 
Kanawha and Logan fields of West Virginia. 


The fuel situation has become stabilized to such an extent 
that the Chamber of Commerce of the United States, November 
10, notified its members that surveys and reports were n0 
longer necessary, as the program adopted in September to 
equalize coal distribution, through co-operation among users i0 
the period immediately following the strike had been successful. 

In a letter sent to business organizations Julius H. Barnes, 
president of the Chamber, called attention to the present ade- 
quate distribution of supplies and to the steady reduction of 
prices during the last few months. Mr. Barnes said: 


The movement of coal for shipment via the Great Lakes to the 
Northwest has now reached a point that guarantees adequate supplie 
in that point before the close of navigation. 

The resumption of large-scale industries, such as steel plants and 
the relatively high operation of other plants shows that industrial coal 
is adequately distributed, and without apprehension for future supplies. 

The domestic user is clearly assured of domestic supplies, although 
individual preference as to kind and description may not always be met 
and may require some substitution of other coal. 4 

The very oe coal situation arising out of the five months 
suspension of production has been met and solved. Appreciation 
due those industries and those organizations that aided this campaign 
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thus proven effective. Appreciation is due the federal officials, espe- 
cially the Secretary of Commerce and the federal fuel administrator, 
for relying upon the cooperation of industry and the effectiveness of 
natural processes, rather than on the exercise of authority. 

The remedy sought was by quickening the natural processes of 
trade, promseeee and distribution, and balancing of demand to supply 
by self-restraint and by accurate information which guarded against 
undue apprehension. hese natural processes, if they can be set in 
motion, can be relied upon as remedies far more effective than rigid 
legislation and regulation, and therein lies the great value of this 
effort and of the large scale demonstration in this case. 


Exports of coal from the United States, which declined rap- 
idly during the strike period, showed a marked improvement 
,in September over preceding months, according to an analysis 
by the fuel division of the Department of Commerce. The 
shipments rose from 16,698 tons of anthracite, 366,287 tons of 
bituminous, and 27,686 tons of coke in July to 28,704 tons of 


anthracite, 425,530 tons of bituminous, and 26,121 tons of coke 
in August. 


COAL PRODUCTION REPORT 


“Preliminary returns on coal production in the week ended 
November 4, indicate a total of 12,500,000 net tons of which 
about 10,700,000 tons is bituminous coal and 1,800,000 tons is 
anthracite,” the Geological Survey said in its current coal report. 
“Revised estimates for the fourth week of October show 10,681,- 
000 tons of bituminous and 1,773,000 tons of anthracite. Thus a 
slight increase in the total coal raised is shown for the present 
week as compared with the week before.” 

The report in part was as follows: 


Loadings of soft coal on Monday, October 30, as reported by the 
railroads, was 45,298 cars, the largest number reported for any day 
of this year. On Tuesday loadings declined about 30 per cent, and 
on Wednesday showed a further decline to 28,043 cars. On Thurs- 
day, the rate of output increased and the loadings reported were 
29,598 cars. ~The total for the first 4 days of the present week is 
a little larger than for the corresponding days of the week preceding. 

The movement of bituminous coal across the Hudson River into 
eastern New York and New England decreased during the week 
ended October 28. Railroad reports indicate that a total of 2,880 
cars of bituminous coal were forwarded through the six Hudson 
River gateways. This was a smaller number of cars than in the 
corresponding week of last year. 

Anthracite shipments in the week ended October 28 decreased 
slightly to 3,373 cars. In-spite of the decrease the movement for 
the week was larger than that of the same week a year ago. 

In addition there was forwarded through Rouses Point a total of 
62 cars of bituminous coal and 17 cars of anthracite. 

The cumulative movement for this year to date now stands 
at 67,872 cars of anthracite and 85,184 cars of bituminous coal 
through the Hudson gateways, and 282 cars of anthracite and 1,963 
cars of bituminous coal through Rouses Point. 

The fourth week of October was the seventh successive week in 
which the tonnage of soft coal dumped into vessels at Lake Erie 
ports exceeded 1,000,000 tons. Preliminary reports for the first two 
days of the gen week indicate slight increases, if any change, 
in the rate of dumping as compared with last week. 

Anthracite shipments from Buffalo during the week ended October 
31 were 94,200 net tons against 119,100 tons in the week before. 

Agcording to the Ore and Coal Exchange the total soft coal 
handled at Lake Erie piers during the week ended October 29 was 
1,026,388 net tons as compared with 1,004,094 tons in the week pre- 
ceding. In comparison with the corresponding week a year ago this 
was an increase of 75 per cent. Of the total dumped last week 988,- 
019 tons were cargo coal and 38,369 tons were vessel fuel. 

During the present season to October 22, inclusive, 13,843,149 tons 
of cargo coal (bituminous) have been dumped into vessels at Lake 
Erie piers. Of this quantity 12,786,339 tons were forwarded to regular 
Lake destinations and 1,056,810 tons were forwarded to ports not 
ordinarily taking Lake coal. The quantity of cargo coal sent to 
regular Lake destinations is 48 per cent less than in 1919 and 1921 
and 44 per cent less than in 1920. 

Shipments of bituminotts coal through Hampton Roads in the week 
ended October 28 increased about 6 per cent as compared with ship- 
ments in the two weeks preceding. In the last week reported dump- 
ings totaled 276,072 net tons as compared with 261,524 in the week 
preceding. The principal item for the week was cargo coal con- 
signed to New England, which amounted to 168,801 tons, or 61 per 
cent of the total. Coal for other coastwise destinations decreased and 
although the tonnage of export coal increased as compared with the 
— shipped during the week before, the quantity exported was 
small, 


COAL LOADING 


The railroads loaded more bituminous coal in the first three 
days the week of October 31 than in any corresponding period 
since the miners’ strike began on April 1 last, according to re- 
ports from the carriers. The total for the three days was 105,571 
cars. This exceeded by 1,598 cars the total for the same three 
days last week, which marked the peak for such a period. 


Bituminous coal loading on Wednesday amounted to 28,048 
cars, while loading of anthracite coal on the same day totaled 
1,931 cars. Both were reductions under the day before due to 
the observance in the coal fields of All Souls Day on November 
1. Bituminous loading on that day totaled 32,230 cars, and 
anthracite, 6,976 cars. 

Reports received from the carriers by the car service divi- 
sion of the American Railway Association show that since Sep- 
tember 1 more than 9,000,000 tons of coal have been delivered at 
Lake Erie ports by the railroads and dumped for shipment up 
the lakes. This is an average of more than 1,000,000 tons a week. 

Under the program agreed upon following the settlement of 
the miners’ strike, the railroads were to transport 1,000,000 tons a 
week to Lake Erie ports, which would mean 11,000,000 tons from 
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September 1 until the end of the lake navigation season. Three 
weeks of lake navigation remain, while the carriers have only 
2,000,000 tons to deliver in order to fulfill their agreement. This 
means the delivery of approximately 666,700 tons a week. At 
Lake Erie ports on November 1 last 714,850 tons of coal were 
either waiting in cars to be dumped or in transit and within 48 
hours of the lakes. 

In September the railroads delivered to Lake Erie ports 
4,558,000 tons. In October they delivered 4,540,000 tons. 

Loading of bituminous coal on Thursday last week totaled 
29,598 cars. This was an increase of 1,555 cars over the day be- 


‘fore. 


Loading of anthracite coal on Thursday amounted to 5,828 
cars. On the day before 1,931 cars were loaded. Both days are 
considerably below the average daily loading due to the observ- 
ance in the coal fields of All Souls Day on Wednesday and All 
Saints Day on Thursday. 

Loading of anthracite coal Friday of last week amounted to 
6,425 cars, according to reports received from carriers by the 
car service division of the American Railway Association. This 
was an increase of 597 cars over the day before, when, however, 
loadings were somewhat reduced by the observance of a church 
holiday. Anthracite loading on Friday, however, exceeded the 
daily average for last October by 376 cars, and also was ap- 
proximately 1,000 cars in excess of the daily averages for Novem- 
ber 1920 and 1921. 

Loading of bituminous coal on Friday totaled 28,504 cars. 
This was a decrease of 1,094 cars under the day before, but it 
exceeded the daily average for November last year by 2,253 cars. 

Reports received from the railroads show that a new high 
record for the period since the miners’ strike began, was made 
ee ended November 4, in the number of cars loaded with 
coal. 

Loading for the week totaled 237,010 cars. This exceeded 
by 13,599 cars the week which ended on October 21, the previous 
high mark. 

Loading of bituminous coal last week amounted to 193,103 
cars, an increase of 2,827 over the week before. 

An average of 32,184 cars were loaded with bituminous coal 
last week. This was an increase of 1,139 over the daily average 
for October one year ago, and also exceeded the daily average 
for October this year. Loading of bituminous coal on last 
Saturday totaled 29,430 cars, an increase of 926 over the day 
before. _ 

Loading of anthracite coal the week ended November 4, 
totaled 33,907 cars which was an increase of 980 cars over the 
the week before, when, however, observance of Michell Day re- 
sulted in a decrease. An average of 5,651 cars were loaded 
daily last week, exceeding the daily averages for both November 
1920 and 1921. Anthracite loading on Saturday totaled 6,296 
cars, 129 less than the day before. 

On the basis of car loadings, coal production during the 
week ‘amounted to approximately 12,316,000 tons. This was an 
increase of more than 205,000 tons over the week before, and an 
increase of approximately 215,000 tons over the week which 
ended on October 21. Poduction of. bituminous coal amounted 
to approximately 10,621,000 tons, 156,000 tons in excess of the 
week before, while anthracite production last week amounted to 
approximately 1,695,000 tons, an inorease of approximately 
49,000 tons over the preceding week. : 

Reports received from the railroads showed that 43,810 cars 
were loaded with bituminuious coal, November 6. Except for 
the preceding Monday, when 45,289 cars were loaded, this was 
the largest number of cars loaded on any one day since Decem- 
ber 13, 1920. Monday’s loading exceeded the daily average 
for November last year by 17,559 cars, and the daily average 
for October this year by 12,300 cars. 

Anthracite loading, November 6, amounted to 6,608 cars. 
This was an increase of 312 cars over the preceding Saturday, 
and exceeded the daily averages for September and October 
this year by approximately 600 cars. It also exceeded the 
daily averages for November 1920 and 1921 by more than 1,200 
cars. 


Owing to election day, a decrease compared with the pre 
ceding day was reported in the number of cars loaded with 
bituminous and anthracite coal on November 7. Loading of 
bituminous coal on that day amounted to 25,315 cars. This fell 
below the daily averages for both October this year and Novell 
ber last year. 

Loading of anthracite coal on November 7 amounted to 
6,391 cars, a decrease of 217 cars compared with the day before. 
This was, however, an increase of approximately 1,000 cars above 
the daily averages for November, 1920 and 1921. 


OPEN TOP CARS FOR COKE 
In supplement No. 10 to Circular CSD-114, the car service 
division of the A. R. A. has advised members that division five 
of the Commission has approved the recommendation of the 
federal fuel administrator that the use of open top cars be 
permitted for loading coke when consigned to public utilities oF 
for domestic use. 
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One to six days sa ved in deliveries 
lo Southwesteru flerritory 


ADAMS TRANSFER SSTORAGE @ 


228-36 WEST FOURTH STREET 
MERCHANDISE STORAGE & FORWARDING 








ROUTE YOUR CARGO VIA 
Mobile: Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points ; 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 

- COAHOMA COUNTY. .Sailing from Gulfport Nov. 20 

. COAHOMA COUNTY..Sailing from Pensacola Nov. 22 

-. COAHOMA COUNTY ..Sailing from Mobile Nov. 30 

. AFOUNDRIA.........: Sailing from Mobile Dec. 31 
ph AND GREENOCK 

, SNTENOUR... cc cvcinewd Sailing from Mobile Dec. 15 

LONDON 

. CLAVARACK.......... Sailing from Gulfport Nov. 13 

. CLAVARACK.......... Sailing from Pensacola Nov. 16 

. CLAVARACK......... Sailing from Mobile Nov. 20 


LONDON AND PLYMOUTH 
. WILDWOOD........... Sailing from Mobile Dec. 15 


HAMBURG AND BREMEN 
.S. WESTLAND (or Sub.).Sailing from Mobile Nov. 26 
S. WEST HARDAWAY..Sailing from Mobile Dec. 31 


BARCELONA AND VALENCIA 
U.S.S.B. S.S. SALVATION LASS (or Sub.)...Due Mobile Dec. 5 


OPORTO, BILBOA AND LISBON 
US.8.B. 8.8. SAUGERTIES.......... Due Mobile Dec. 15 


GENOA AND NAPLES 
U.S.8.B. 8.8. CARLTON (or Sub.)...Due Mobile Nov. 17 


Waterman Steamship Corporation 
“Operating United States Government Ships” 


MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & S. F. Ry. C. M. & St. P. Ry. 
C&A. RR. Cc. C. C. & St. L. Ry 
C. & I. W. Ry. G. T. Ry. 
Cc. & N. W. ‘+4 I. C. R. R. 
C. B. & Q. R. Penna. Railroad 

M. Be P. & S. Ste M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the 
ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 


Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. 
L. freight between our industries and McCormick Station, 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, G. F. A., 606 So. 
Michigan Ave., Chicagé, Illinois. 


Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
MOBILE 


AND 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Ceast Ports via Panama Canal 


FROM NEW ORLEANS 


First Half November 
Middle November 
Late November 
Sailings Every Ten Days Thereafter. 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Ine. 19 Moore St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 






























































































































































































































CANADIAN GRAIN EMBARGO 


The Trafic World Washington Bureau 


The Commission, without giving notice to the public of 
what it has done or assigning any reason other than it did not 
deem it expedient to do so, has denied the request of President 
Howard of the American Farm Bureau Federation, for an em- 
bargo on Canadian grain moving over transportation lines 
within the United States. The Commission has withheld any 
announcement on the subject other than a confirmation of the 
fact that no embargo will be issued. 

It is understood the Commission division having charge of 
car service matters figured that it would be poor policy for it 
to undetake to reserve American cars for the transportation of 
American grain, even if there was no question about its power 
to lay such a prohibition. It is admitted it would not have the 
power, in terms, to close American transportation lines to Cana- 
dian grain. It could, however, accomplish the same end by 
saying that embargoes should be placed upon grain that other- 
wise would move through designated points, the points being 
those on the boundary line between the two countries. 

An embargo of that kind would accomplish what Mr. How- 
ard thought should be done. It would, however, open the pos- 
sibilities of retaliatory embargoes, by either the Canadian au- 
thorities or Canadian railroads, if the Dominion authorities have 
not the power. They could embargo, it, was pointed out, essen- 
tial supplies of newsprint paper for American newspapers and 
other equally essential commodities needed by Americans and 
do that, too, without much damage either to Canadian railroads 
or to Canadian shippers. 
grain shipping interests asked the Commission to place an 
embargo on Canadian grain so it would not move through Ameri- 
request was approved by the Federation. 

The Commission has adopted the policy of not giving 
out any information about requests for embargoes or the 
allocation of cars by it. The telegram from the Commission 
to Senator Poindexter, in which the Commission declined 
to take direct and formal control over the distribution of cars, 
the Commission officials having charge of correspondence said, 
could not be made public because the policy of the Commission 
was to keep such matters in its files, without publicity. 


NORTHWEST CAR DISTRIBUTION 


The Trafic World Washington Bureau 


In a telegram to Senator Poindexter, the Commission has 
declined to take charge formally of car distribution in the Pacific 
Northwest under the car service section of the law, as requested 
by the Senator and authorities of the state of Washington. It 
said that for it to take charge might relieve the carriers of 
responsibility and result in delay instead of speed in the dis- 
tribution of cars. It said the car service orders of the A. R. A. 
were issued only after full conference with the Commission. 

The Commission’s declination to take formal charge of the 
distribution of cars under paragraph 15 of section 1 of the inter- 
state commerce law, under which it issues all its service orders, 
was the culmination of agitation and appeal in the Pacific north- 
west for more cars in which to move the products of Washington 
and Oregon in particular. References to the acute situation in 
those states had therefore been made in the Traffic World. The 
Washington commission, November 3, advised O. O. Calderhead, 
its representative in Washington, in effect, to demand that the 
Commission take direct charge of car distribution. That com- 
mission’s representation on the subject was followed by Senator 
Poindexter’s message to the same effect. In answering the sena- 
tor, the Commission said: 


The Commission deems it unwise formally to take charge of cars 
under sub-section 15. The effect might be to relieve carriers from 
responsibility, and the Commission is without the elaborate organiza- 
tion necessary to handle the subject in detail, and the time required 
to build up such an organization renders it practically impossible. The 
fact of the matter is there are not enough cars and motive power to 
go around, and it is physically impossible wholly to relieve the situa- 
tion. The directions of the car service division of the American Rail- 
way Association are made after the fullest conferences with our 
representatives and we have the personal assurances of the executives 
of the affected carriers that orders will be observed. In fact, our 
check shows car distribution is being made so far and fast as physical 
conditions permit. The demand made on carriers now is the great- 
est in history at this time of the year, with motive power only two- 
thirds in service as a result of the strikes. 


WESTERN CAR SHORTAGE 


Attention of railroad men and shippers is being drawn to 
a statement of the causes for box car shortage west of the 
Mississippi made by O. G. Parsley, assistant freight traffic 
manager for the Missouri Pacific, in his circular D-152, issued 
for the benefit of the freight traffic representatives of the Mis- 
souri Pacific and for the help it might give them in explaining 
why that road, as early as October 1, was not able to meet the 
demands of shippers. In that circular, Mr. Parsley laid the 
blame for the shortage of box cars in the west at the doors 
of the eastern carriers because, he charged they failed to 
observe the equalization rules supposed to guide the railroads 








THE TRAFFIC WORLL 






Vol. XXX, No. 20 


in their dealings with each other. 


In that statement of exculpa- 
tion, he said: * 


We are receiving so many complaints from shippers, both on and 
off the line, of our failure to provide them with necessary box car 
equipment, in which to load out their shipments, that I think it de- 
sirable to put you in possession of the conditions which have made it 
impossible for us to meet loading requirements. 

_ Under normal conditions, the interchange of load at the Missis- 
sippi River crossings is three to one in favor of eastbound traffic. In 
other words, our deliveries to connections of eastbound freight equal 
three loads to every one load that they deliver to us. 

This means that in the equalization of equipment, the eastern lines 
must and do deliver us, two empty cars and one load to equalize our 
deliveries of loads to them. 

In addition, our eastern connections turn over to us a very large 
— of empty equipment, in order to secure the haul on the return 
oading. 

Under this arrangement, the deliveries of empty cars to the Mis- 
souri Pacific at the St. Louis gateway alone approximate 250 per day, 
which would mean a delivery to us for.the period August 5 to Sep- 
tember 30 of 14,000 (more or less) empty box cars, instead of which our 
actual receipts of empty box cars from our St. Louis connections for 
a — were as follows: 


Se Sa i Be at ‘ MDI «|. bp Snpiedicc's ob bb ccee 0 
> EE So Oks Ghinnis +s vated aes ee a es ee eee ee 0 
TEL: OG, a0 ose diavielieatoweues ee i oly a Gas OC 2 Se 0 
7 ee oe eee be O ae we” Mar: Ta) o> 0.00 bulges Silcccece 3 
Py EES rt eee. RE et ee > ae 0 


Notwithstanding this failure to receive empty equipment from our 

t. Louis connections, we have during this period delivered them 
19,320 box cars under load, receiving in return 6,720 box cars under 
load, a large percentage of which were destined to points beyond the 


Missouri Pacific Rails and therefore, when made empty, were not 
available for our loading. 


An analysis of the figures shown above will indicate exactly why 
we are so short of equipment and enable you to explain to shippers the 
cause of our present inability to meet their requirements. 

It is desirable that shippers, particularly those located at points 
off our rails, east of the Mississippi River, who apparently do not un- 
derstand why we cannot furnish cars for loading at points on our line 


for consignment to themselves, be given the benefit of the fact 
figures set forth in this circular. 7 ee 


URGES HEAVIER LOADING 


: The car service division of the American Railway Associa- 
tion, in an information bulletin accompanied by charts says that, 
regardless of the minimums provided for in tariffs, every shipper 
can co-operate during the present period of car stringency by 
placing the responsibility upon himself to load every car to ca- 
pacity which is set by the railroad company to handle his busi- 
ness. 

With reference to the loading of products of agriculture, the 
division says that during the first half of 1922 loadings per car 
decreased rapidly, reaching the now mark during June at 23 
tons per car, or 44% tons per car less than the peak loading 
of the third quarter of 1921 and two tons per car less than the 
average load for the entire years of 1920 and 1921. 

“Light loading of agricultural products, flour in particular,” 
the division says, “can not be justified during this period under 
any circumstances. The railroads are today hauling cars Ivaded 
with not over 40,000 pounds of flour when that commodity can 
load in the average box car to from 66,000 to 80,000 pounds and 
in many cases in excess of that. Flexibility in the unit of trade 
which will allow the shipper to fill up his car, and the shipper 
insisting upon that right, represents the greatest need to effect 
the most efficient use of equipment at this time. 

“It is a significant thing that if the average load per car 
which prevailed during 1920 and 1921 had been secured in 1922, 
132,440 cars less would have been required in the first quarter 
and 486,206 cars in the second, or an aggregate of 618,644 cars 
to handle the same relative amount of tonnage. Carrying this 
saving still further, approximatelly 120 million empty car miles 
would have been saved during the first six months of this year 
and would have increased the available surplus cars by approx- 
imately 4,000 per day.” 





FREIGHT ACCUMULATIONS 


Freight accumulations totaled 52,973 cars as of October 27, 
as against 59,956 as of October 20, and 58,363 as of October 13, 
according to the summary of principal freight accumulations 
issued by the car service division of the American Railway Asso- 
ciation. 

The accumulations as of October 27 were made up as fol- 
lows: Connections unable to accept, 4,488; consignees unable to 
accept, 2,447; disability reporting road, 36,110; for reconsign- 
ment, 2,650; held for billing, 656; embargoes, 1,483; domestic 
and contract piers for floating, 1,923, and export and coastwise, 
3,216. 

The report covers only cars held in greater numbers than 
can be handled or disposed of currently. 


PRIORITY FOR FUEL TARS 


Priority for fuel tars, whether coal*or oil, has been procured 
by the Commission by means of advice or instruction from the 
car service division of the American Railway Association to all 
carriers in the United States. The car service division circu 
lated a request from the Commission, to that effect, as supple 
ment No. 11 to circular CSD-114 and supplement No. 3 to cil 
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NAWSCO LINES 


recur INTERCOASTAL fnvice 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


NEW YORK 
BALTIMORE 


LOS ANGELES 
SAN DIEGO 

SAN FRANCISCO 
OAKLAND 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S.S. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So. 4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


or ADMIRAL LINE Pacific Coast Ports 





FREIGHT PASSENGER 
DIRECT SERVICE 


Between 


New York and Savannah 


Boston ad Savannah 


Through package cars to all principal Southern and 
Western points, in connnection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line 
Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 


From New York —SAILINGS— From Boston 


Tuesdays, or at Saturdays Tuesdays and Saturdays 
at3 P at 3 P. M. 


Complete information will be gladly furnished by any official 
or representative of the Company 


OCEAN STEAMSHIP COMPANY of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
—— illo, San Jose de Guatemala, Awe 
vana, 


mere, Norfolk, New York, and Phila 
WESTBOUND SAILINGS EASTBOUND SAILINGS 
Balti- Phila- San Los 
New + hg more delpia Norfolk ron Angeles 


VENEZUELA. . BU Sei nce": bgeinetn SANTA PAULA Nov. 20 Nov. 22 
SANTA MALTA, New. au Nov. 18 Nov. 11 Nov. 19 Saitek tat Nov. 23 Nov. 25 
ECUADOR..... Dec. 7 Nov. 28 S VIA Dec. 11 Dec. 13 
OSA.. Dec. 19 Dec. G Dec. 6 Dec. 14 VENEZUELA. Dec. " Dec. 18 
COLOMBIA.... Dec.30 Dec.21 ...... ...... SANTA MALTA, Jan. Jan. 8 
Thereafter every 10 days er every 10 » 


OFFICES: 
Seattle ....... ¢ Building Norfolk . 4g O18 nel Fwd. & Stg. 
Baltimore . Senden Building Cleveland . nMgineers Bldg. 
Pittsburgh ...... Century 
ety stg SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene 


S.S. NEWPORT a pac from ee Francisco Nov. 28 
about every 22 days thereafter 


PACIFIC } MAIL S. S. COMPANY 


10 Hanover Boome New York 508 California St., aaa Francisco 
So. Sp St., Alexandria Hotel, Los Any les 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


Passenger and ham Sailings by New and Luxurious U. S. 
Shipping 


$.$. President Taft . . . . .~ Sails Noy. 23 
S.S. President Lincoln . . . . Sails Nov. 30 
S.S. President Pierce . . . . . Sails Dec. 14 
S.S. President Cleveland . . . . sails Dec. 28 


and every 14 days thereafter 
Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CoO. 
508 California St., San Francisco 10 Hanover Square, New York 
503 So. Spring St., Alexandria Hotel, Los Angeles 


Wiimunee Agents: U. S. SHIPPING BOARD 


2 “Ship by Water” 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, Haltimore 
Norfolk, Philadelphia 


pts bills of romig feed © to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; “Astoria, Ore. aii Grays Harbor 
and Puget Sound Ports, Wash. ; Vancouver and Victoria, B. Cc. 
For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 
Md. Phila P P 
“Sr Mk Mangite 


PO melee, POD teu Dg 



























































































































































































































































































































































































1032 


cular CSD-112. As circulated by the association,, the request 
for, and procurement of priority for the tars, is as follows: © 


The Director of Service of the Interstate Commerce Commission 
has sent the Car Service Division the following: 

‘“‘Will you please instruct railroads that it is the sense of the 
Commission that they should handle coal and oil tars used for fuel 
moving in tank cars under Service Orders 24 and 25, as amended, in 


the same manner as they are handling petroleum and its products in 
tank cars.” 


CAR SURPLUS AND SHORTAGE 


The average daily car shortage in the period October 23-31 
totaled 179,239 cars, which was 31,930 cars in excess of the peak 
shortage of 1920, when on August 31, 1920, the total was 147,309 
cars, the largest shortage to that date and up until this fall in 
the history of the railroads. The shortage for the period Octo- 
ber 23-31 exceeded that of the preceding period by 12,890 cars. 

The average daily surplus in the period October 23-31 was 
3,716 cars. 

A decline in the average daily shortage from this time on is 
anticipated by officials of the car service division of the A. R. A. 

The shortage was made up as follows: Box, 88,137; venti- 
‘lated box, 705; auto and furniture, 2,197; total box, 91,039; flat, 
8,071; gondola, 27,166; hopper, 20,107; total all coal, 47,273; coke, 
656; S. D. stock, 19,164; D. D. stock, 1,443; refrigerator, 11,087; 
tank, 63; miscellaneous, 443; total, 179,239. 

The surplus was made up as follows: Box, 210; ventilated. 
box, 20; auto and furniture, 35; total box, 265; flat, 574; gon- 
dola, 554; hopper, 1,030; total all coal, 1,584; S. D. stock, 71; 
refrigerator, 131; tank, 251; miscellaneous, 840; total, 3,716. 


CONDITION OF LOCOMOTIVES 


Out of 64,392 locomotives on line as of October 15, 45,187 
were serviceable, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
The number of serviceable engines stored was 950. 

The number of engines in need of repairs requiring more 
than 24 hours was 15,935 or 24.7 per cent, and the number in 
need of repairs requiring less than 24 hours was 3,296 or 5.1 
per cent. The number of engines turned out of shop was 11,404. 


DIVERSION ROUTE RATE 


M. J. Gormley, chairman of the car service division of the 
American Railway Association, in supplement No. 3 to Circular 
CSD-108, has called the attention of railroads to the following 
letter sent by the director ofthe bureau of service of the Com- 
mission to the car service division: 


Some time ago the Commission had under consideration the ques- 
tion of proper application of service order No. 22 to a situation where 
there was a validly laid embargo in force at the time the shipment 
was tendered to the initial carrier at point of origin. In other words, 
a portion of the route via which the lower rate applied was under 
embargo at the time the shipment was tendered to the carrier at 
point of origin. The question arose as to whether the shipment 
could be diverted by the initial carrier via a different route and ap- 
ply the rate via the embargoed route. The Commission held that 
it would not be proper to apply via the route of movement the rate 
via the embargoed route. In this connection see Cannon Mfg. Co. vs. 
Southern Ry Co., 56 I. C. C., 128, and Dort Motor Car Co., vs. Direc- 
tor-General, 59 I. C. C. 374. 


1922 LOADING EXCEEDS 1921 


In the first nine months of this year, according to the reports 
of the American Railway Association, compared with last year, 
31,671,396 cars were loaded with all commodities. This was an 
increase of 2,536,249 cars, or 8.71 per cent over the first nine 
months of 1921. 

The total loadings up to October 1, this year, compared 
with the same period in 1921 follow: 

Number Cars— 
1922 1921 


Commodity 
| ER a ee ee eee ee eee 1,792,267 1,735,836 
ET SEE, CC abe hes che Nb.c raat cetees bee ctec es euaee 1,148,801 1,081,769 
AL 5 dhe twds-vick ta ab eaews hie Mea eneww bs aca ew eek 4,936,873 5,881,263 
Oe SSO. eae sees eee 34, 232,229 
co ee ee a) ee ee eee 2,165,957 1,858,639 
 gihs hag he Al SM SR > a Ee he Spee ,216,568 759,530 
EN OE OS ee ee eee 8,989,969 8,125,752 
DOORN D 3b Aa oko 0 0 Eaclcle be © Haisic cowibe ORS gee dane 11,085,486 9,460,129 
ID <6, 05-% cates Sigel aw «ave RRGhs.c 0 wew ne een 31,671,386 29,135,147 


PROMPT HANDLING OF CARS 


E. B. Walker, of the Cincinnati Grain & Hay Exchange, writ- 
ing to M. J. Gormley, chairman of the car service division, Amer- 
ican Railway Association, regarding the latter’s circular relative 
to the heavier loading of cars and the prompt handling of equip- 
ment by the shipping and receiving public in general, says: 


This is a very timely article and the grain and hay trade in gen- 
eral are being hit hard by the present shortage of equipment, espe- 
cially since the crop movement season is now on. 

However, I have recently noticed a lack of prompt handling of 
equipment by the railways in this district, especially in the terminals, 
but realize that abnormal times are the principal fault. I believe, 
though, that the inefficient help is also a factor in this mishandling, 
and can recite a case in point that is as recent as today, but will not 
burden you with the details at the present time. 
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I therefore suggest a campaign among the terminal agents of the 
country, not only in C. F. A. territory, but taking in the entire 
United States, endeavoring to impress upon the various yardmasters 
that a day saved in the handling of a car through the terminals is as 
efficient a means of helping to combat the car shortage as a day saved 
by the shippers or receivers in loading or unloading of equipment. 


LUMBER SHIPMENTS 


In a review of the production and shipment of lumber in 
the week ending October 28, the National Lumber Manufacturers’ 
Association said reports indicated great divergencies of con- 
ditions in different sections. The statement in part follows: 


On the whole, production continues at virtually peak capacity 
and, while much greater than shipments and orders, the last named 
factors are no longer declining relatively to the first. 

It is true that the reports show an absolute reduction of about 
14,000,000 feet in production, of 15,000,000 feet in shipments and 6,000,- 
000 in orders from the preceding week, but the number of report- 
ing mills fell last week to 394 from 434—the high number of the 
year—reported the week before. Lumber production is holding up 
well above the average of recent years, and shipments and orders 
show a proportionate increase. In Southern Pine territory the worst 
of the car shortage difficulty seems to be over. Shipments are get- 
ting larger. On the other hand the California, Oregon and Wash- 
ington mills seem now to be in the worst transportation pinch they 
have had for a long time. Shipments in that region are falling off 
despite increased production, and some mills actually report that 
cars delivered to them are only ten per cent of their requirements. 
In the middle northern regions—in the white pine and hemlock ter- 
ritory—the statistics indicate easy transportation conditions, as ship- 
ments are as much as 5 per cent greater than production. 

Stated relatively, shipments and orders for the eight associa- 
tions were each 75 per cent of production for the past week. Of 
the 394 mills reporting, 363 belong to the five associations that have 
a normal production figure for the week, which is 235,956,767 feet. 
Actual production for them was 98 per cent, shipments 72 per cent 
and orders 73 per cent of this figure. 


FRUIT AND VEGETABLE SHIPMENTS 


In the week ended November 4 shipments of 14 fruits and 
vegetables filled 20,130 cars, a decrease of 18 per cent from 
the preceding week, but about 5,100 cars more than the volume 
of the corresponding period of last year, according to the weekly 
review of the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. The only product showing a gain was 
California lettuce. All other lines decreased, especially white 
potatoes, grapes, apples and cabbage. 

The totals from the weekly summary of carlot shipments, 
as reported telegraphically by the railroads to the bureau, are 
as follows: 

Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads. 


Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Week Week Total Total 
Oct. 29- Oct. 30- Previous this last 
Nov. 4, Nov. 5, week season season Total 
inc., this inc., last this to Nov. to Nov. last 
season. season. season. 4, ine. 5, inc. season. 
Boxed apples— 
“ aa 2,236 4,529 *2,349 *17,349 34,598 56,318 
Barreled apples— 
_ Seas 3,453 1,064 *4,056 *35,895 22,778 32,138 
Cabbage— 
WORE S600 1,412 734 *1,794 *29,315 23,185 31,000 
Cantaloupes— 
er 36 6 53 *30,850 25,565 25,572 
Califlower— 
.. ear 53 143 55 477 796 4,335 
Celery— 
| are 471 338 *589 *8,097 7,219 11,642 
Grapes— 
0 a 2,847 1,586 *3,934 *47,594 36,218 37,208 
Lettuce— 
OUME occu 167 112 270 *21,216 17,867 18,300 
Lettuce (new 
crop) Califor- 
nia begins 
Oct. 1— ’ 
vere 92 68 66 272 443 10,281 
Ohions— 
Poted is.css 832 341 *1,077 *19,593 15,213 20,777 
Mixed vegetables— Z 
THA ..6es 32 269 *352  *16,998 13,868 15,566 
Pears— 
y. EPR Ste 307 103 *579 *18,267 *12,442 12,822 
Spinach— 
SE. cceens 47 25 48 266 30 4,654 
Sweet potatoes— 
eae 541 527 *680 *9,450 8,860 *19,276 
Tomatoes— 
» | RR 170 135 237 *25,547 *16,810 17,204 
Summary white 
potatoes— 
Leading sec- 
tions, late 
I 2 teinsesn ace 6,702 4,816 7,828 61,973 79,536 185,368 
Other sections, 
late crop .. 437 239 589 23,648 17,308 20,324 
Barly crop... 0 0 0 40,759 32,426 32,558 
Total adios 7,139 5,055 *8,417 *126,380 129,270 238,250 


*Includes all delayed and corrected reports received to date. 


MARIETTA & VINCENT ABANDONMENT 
The Marietta & Vincent Railroad Comopany has filed a2 
application with the Commission seeking atithority to abandoD 
its 10 miles of line in Washington county, Ohio. The compay 
said the operation of the line has resulted in large deficits. 
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MEXICO 


ti BRENNAN & LEONARD 


“get- Customs House Brokers, Forwarding 

a and Clearing House Agents 

“at LAREDO, TEXAS 

‘ship- Branches in all Principal Cities in the Republic of Mexico 
nr 

a Originators of package car service to 
TS Mexico City. 

yhoo Operators of through package car 
olume service from St. Louis, Kansas City, Chi- 
reekly 

epart- cago and Dallas. 

= Approximate time in transit from 
ments, Laredo, Texas, to Mexico City, eight 
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foams ’ We are the connecting link between 


American railways and the Mexican rail- 
Total ways. 


wpa: Have banking atringeebinetn making 
a possible shipper’s order shipments to all 
ps points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


37,208 Our own warehouses in Laredo, Texas, 
18,300 and Mexico City. 
ail We have just completed a pamphlet in 
20,17 concrete form, giving complete data for 
my the benefit of the American shipper in 
12,822 handling his business with the Republic 
4,654 of Mexico. This pamphlet will be mailed 
19,216 upon application. 


17,204 


Now operating our own special trains 


185,368 throughout the Republic of Mexico 
20588 and can assure prompt and efficient 
238,250 service throughout. 
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Freight Service 


WHITE STAR DOMINION LINE AMERICAN LINE 
ATLANTIC TRANSPORT LINE LEYLAND LINE 
RED STAR LINE WHITE STAR LINE 
REGULAR SAILINGS 
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Boston Montreal Mobile 
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London Avonmouth Danzig Australia 
Liverpool Southampton Gibraltar Tasmania 
Manchester Antwerp Genoa New Zealand 
Glasgow Hamburg Naples 


1 International Mercantile Marine Co. 
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Eh Bourse 3Idg. Houston, Cotton Exehenge Bldg. 
en Chamber of Conn merce Mobile, ‘Ala., eA Liners. 
— 1008 Royal Bank Bidg. Portland, Me., India Street. 

























Firm Financial 
Foundation ° 


In selecting your: freight forwarder it is 
particularly necessary for you to demand the 
strongest financial standing in your choice. 
Can you afford to entrust your goods to any 
but the most reliable? 


The House of Andrews, established in 
1884, enjoysa financial prestige second to none. 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York 


Boston Office Philadelphia Office 
92 State Street 788 Drexel Building 
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Traffic Lesson No. 23 


Rates in Western Territory (Continued)—Twenty-third Lesson in the Course Written for the 
Traffic World by Grover G. Huebner, Ph. D., Professor of Tran&Sportation and 
Commerce, University of Pennsylvania—(Copyrighted)* 


In the preceding lesson the intrastate rate adjustments in 
Western Trunk Line territory and the Missouri River interstate 
rate structure were described. Another rate adjustment in 
western territory concerns the interstate rates between interior 
— in Iowa and Missouri and points east of the Missouri 

ver. 

Rates between Minnesota and Wisconsin points and interior 
points in Iowa and Missouri are influenced very largely by the 
rates to and from the Missouri and Mississippi River crossings 
and, to some extent, also, by the commercial competition be- 
tween Chicago and St. Paul. Various methods are resorted to 
for quoting these rates. For the application of commodity rates, 
many varied groupings are employed. Class rates, for alterna- 
tive application of commodity rates, are quoted between a defi- 
nite number of groups. Missouri and Iowa are divided into 
eleven groups or territories—Moberly, Mexico, Manning, Jeffer- 
son City, Maquoketa, Des Moines, Centerville, Cedar Rapids, 
Sheldon, Mason City and Fort Dodge. Minnesota and Wisconsin, 
for purposes of quoting these rates, are divided into five main 
groups—St. Paul, Winona, New Ulm, Duluth and Eau Claire; 
and a portion of Wisconsin receives the rates of the Chicago 
territory. The boundaries of these groups are accurately de- 
fined in the tariffs.of the carriers. 

The rates between these Iowa-Missouri and Minnesota-Wis- 
consin groups are adjusted in accordance with numerous vary- 
ing differentials which cannot, for lack of space, be stated in 
full. Some of the rates of the St. Paul group, for example, are 
on the St. Paul-Chicago basis, some on the St. Paul-St. Louis 
basis, and still others are adjusted with reference to the rates 
between St. Paul and Omaha, Kansas City, or Sioux City. 

Groupings for the regular class rates vary considerably in 
different tariffs, certain groups being basic for application on 
some railroads only. 

In many of the tariffs, little or no grouping is employed, 
rates being quoted between specific points. Generally speak- 
ing, however, the rates between Iowa-Missouri and Minnesota- 
Wisconsin are fixed with reference to Missouri River rates for 
groups located in the western part of Missouri and Iowa, and 
with reference to Mississippi River rates for groups located 
farther east. 

Rates between interior Iowa and Missouri points, and other 
points west of the Indiana-Illinois state line are constructed in 
a similar way. The local rates to and from the Mississippi 
River are intrastate and are fixed in accordance with the state- 
made distance scales mentioned in the preceding lesson. The 
interstate structure is arranged by dividing the territory at the 
eastern end into forty-nine groups, while Iowa and Missouri 
points are not grouped. The Chicago, Peoria and St. Louis 
groups are basic, the rates varying according to relative dis- 
tances. For instance, the present rates between Chicago and 
Des Moines are from 91% cents, first class, to 18% cents per 
hundred pounds, class E; corresponding St. Louis rates are 87 
cents and 17 cents, while the Peoria rates are 8314 cents and 
15% cents, respectively. 

The rates between interior Iowa-Missouri points and points 
east of the Illinois-Indiana state line are mainly made up by com- 
bination on the Mississippi River. In 1913 the Interstate Commerce 
Commission heeded the complaints which the former combina- 
tion occasioned and, as a result, revised proportional rates for 
this through traffic were established from the Mississippi River 
to interior destinations. The intention was that they be graded 
in accordance with distance up to certain points near the 
Missouri River, after which the Missouri River proportional 
rates, mentioned in the preceding lesson, were to apply (Iowa 
et al. vs. C., St. Paul, Minneapolis & Omaha Ry. et al., 28 I. C. 
C. 64). Later, however, complaint was made that the rates 
were not equitably graded and the Commission in 1917 pre- 
scribed a distance scale of proportional class rates which should 
apply between the west bank of the Mississippi River and in- 
terior Iowa cities. These rates were to be added to the local 
or proportional rates, whichever were lower, applicable between 
the Mississippi River and points east of the Indiana-Illinois 
state line, on through traffic between Iowa points and this 
territory (Interior Iowa Cases, 46 I. C. C. 39). 

On April 3, 1918, the Commission ordered the railroads to 
establish this scale over the short-line routes between points 
on the west bank of the Mississippi River where the traffic 
actually crosses, and the interior Iowa points. This order was 


*This particular lesson was prepared by Roland L. Kramer, M. A., 
nn aha in Commerce and Transportation, University of Pennsyl- 
vania. 


' Line territory and Minnesota and Wisconsin points. 


further modified by an order of December 9, 1918, which re. 
quired that the rates be established over the short combined 
two-line route from the nearest crossing when the distance over 
such route is less by twenty-five (25) miles or more than that 
over the single-line route from the same crossing, and, vice versa, 
over the short single-line route which is twenty-five (25) miles 
or more longer than the short combined two-line route from 
the same crossing. 


Minnesota and Wisconsin Rates 


The rate adjustment between Minnesota and Wisconsin and 
Iowa-Missouri was mentioned in the preceding section, but there 
still remain for discussion the rates between Minnesota-Wis- 
consin and points on or east of the Mississippi River. 

For purposes of quoting these rates, the southern territory 
is divided into various groups, of which Chicago, St. Louis, 
Peoria and Cairo are the principal ones, while the Minnesota 
and Wisconsin points are not grouped. The Chicago-St. Paul 
adjustment is fundamental and is determined largely to meet 
competition. These rates at the present time vary from 91% 
cents, first class, to 20% cents per hundred pounds, class E 
traffic. Corresponding St. Louis rates are from 4% cents, first 
class, above the Chicago rates, to the same rate as Chicago 
for class E traffic. In general, the St. Louis arrangement is 
on the basis of 105 per cent of the Chicago rates. The Peoria 
group takes the same rates as Chicago, while Cairo is adjusted 
at differentials of from 30 cents, first class, to 514 cents, class 
E, over Chicago rates, an adjustment which, in general, repre 
sents 132 per cent of the Chicago rates. The Centralia group, 
which is located south of St. Louis territory, is adjusted at 126 
per cent of the Chicago rates. 

The rates to and from Duluth are then based‘ on the St. 
Paul rates. In the case of shipments between the Chicago and 
Peoria groups and Duluth, the rates are 7% cents, first class, to 
4 cents, class E (formerly 5 cents and 2 cents, respectively) 
over the St. Paul rate. St. Louis-Duluth rates are 2214 cents, 
first class, to 9 cents, class E (formerly 15 cents and 5 cents, 
respectively) above the St. Louis-St. Paul rates. The rates to 
and from Oshkosh are variously based. The Chicago-Oshkosh 
adjustment is 20% cents to 8 cents below the ChicagoSt. Paul 
rates; the St. Louis-Oshkosh and Cairo-Oshkosh rates are the 
same as the respective St. Paul rates, and Peoria is adjusted at 
from 3% cents to 2 cents below the Peoria-St. Paul rates. 

Eau Claire is usually accorded the St. Paul rates, and the 
rates between the southern groups and other points in Minne 
sota and Wisconsin are likewise granted St. Paul rates or are 
based thereon. 


The St. Louis-St. Paul adjustment, described above, is sub- 
ject to immediate change, in pursuance of the order of the 
Interstate Commerce Commission in the case of Public Service 
Commission of Indiana et al. vs. A. T. & S. F. Ry. Co. et al, 
66 I. C. C. 512, decided February 14, 1922. This case involved 
discrimination against Indiana shippers in competition with St. 
Louis jobbers for St. Paul and Minnesota business. The Com: 
mission found that such discrimination did exist and concluded 
that actual water competition on the Mississippi River north 
of St. Louis having ceased to exist as a controlling factor, that 
the St. Louis rates should be revised to reflect more accurately 
the distance factor, resulting in a proposed rate of $1.35, first 
class (with 10 per cent reduction, $1.21%4). Moreover, the cre 
ation of a new group in Illinois, known as the Springfield group, 
was ordered, the first class rate for which should be made the 
same differential over Chicago as is the Springfield-Missourl 
River rate under the Chicago-Missouri River rate. Rates for 
other classes are to be made by applying the same percentage 
relationship to first class as in the case of class rates from 
Chicago. The Commission stated, however, that the differet 
tials used in arriving at the rates from St. Louis and Sprints 
field groups are not to be fixed differentials. 


The traffic between Minnesota and Wisconsin and points 
east of the Indiana-Illinois state line is subject to various forms 
of competition, due to the availability of water routes and the 
existence of differential rail routes. Most of the rates were 
formerly made by combination on Chicago, with either propor 
tional or local rates from Chicago to points in Minnesota a2 
Wisconsin. In 1917 the Interstate Commerce Commission PIé 
scribed maximum class rates which bear percentage relatiot 
ships to the New York-Chicago rates, to be applied on this 
business. (The Wisconsin Rate Cases, 44 I. C. C. 602.) At 
the present time, through class rates are in effect patwoe he 
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TRUNK LINE ASSOCIATION HEARING 


HEARING ON PLAN FOR C 


LASS RATES IN TRUNK LINE TERRITORY UPON A MILEAGE BASIS, HELD 
IN NEW YORK CITY, OCTOBER 23-27, 1922. 


The minutes in this proceeding cover valuable information concerning rate-making on a mileage basis. Many of the largest 


shippers in Trunk Line Territory, and Chambe 


rs of Commerce were represented, and offered statements of far-reaching importance. 


The transcript contains 837 pages, and the cost is $125. Any day’s proceeding may be secured at 15 cents per page. 


For copies of these minutes, address THE STATE LAW REPORTING COMPANY (Official Reporters, Interstate Commerce Com- 
mission), 235 Broadway, New York, N. Y. 


ATLANTA, GEORGI 


Security Warehouse Company 


100,000 Square Feet Floor Space 





‘Bankers of Merchandise” 









Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 












MERCHANTS WAREHOUSE & DISTRIBUTING C° 


Distribution 


Our location, with best 
transportation facilities, en- 
ables us to give quick and 
efficient distribution of both 
foreign and domestic shi 
ments. Experienced traffic 
men will route YOUR ship- 
ments to insure prompt de- 
livery at minimum cost. 


Connection made with Daily 
Package Car System operated 
to all important cities elim- 
inates all cartage charges—a 
big saving to shippers. 
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Texas Mexican 
Railway Company 


SAN ANTONIO 


36th and Iron Streets 


Phone Lafayette 7500 
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Chicago, Illinois 





















We have just com- 
pleted a map of our 
terminal facilities at Laredo, 
Texas, showing the location and 


Warehousing 


Complete warehousing serv- 
ice at your disposal. Modern, 
fireproof building—lowest in- 
surance rates. 

Ship to us in carload. We 
reship in L. C. L. Chicago 
Junction Railroad, connecting 
with all railroads entering Chi- 
cago, serves our warehouse— 
in the heart of the Central 
Mfg. District of Chicago. 

Every shipper should in- } 
vestigate our service. Write, 
wire or phone for full par- 
ticulars. 


Sara 
rafic ani ° 
AR Texas 
W. C. Beaman 
Asst. Traffic Ma: " 
Laredo, Texas 
J.P. Craven, 
General Agent, 
lo, Texas 


F bs hy h 
ore re it mt, 
916 oo me Building: 


~ §$t. Louis, Mo. 





name of all the industries and ware- 


houses located on our tracks; also our 
connection with the National Rail- 
, ways of Mexico. 
Map shows the entire business section of Laredo with block numbers and 
hames of streets and avenues. 
These maps will be furnished free upon request. 


_ Ask us about available warehouse or industry sites. LAREDO in addi- 
tion to being the GATEWAY TO MEXICO is supply center for the new 
MIRANDO and MIRANDO CITY OIL FIELDS. 


C. M. FISH, Traffic Manager, Laredo, Texas. 
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are divided into five groups: Beloit, La Crosse, Madison, St. 
Paul and Winona; while the eastern territory contains sixteen 
groups: Albany, Balto, Boston, Cumberland, Delmar, New Ber- 
lin, New York, Norfolk, Ogdensburg, Philadelphia, Quantico, 
Richmond, Rouse’s Point, Scranton, Syracuse and Williamsport. 


A further adjustment in this structure will be made in pur- 
suance of the Public Service Commission of Indiana vs. A. T. 
& 8S. F. Ry. Co. case, supra, the Commission having ruled that 
reductions from Indiana points to St. Paul and Minneapolis are 
necessary in order to bring about a substantial equality with 
Illinois points; that the rates on the first five classes and on 
designated commodities “will be unreasonable and unduly preju- 
dicial to the extent that they exceed or may exceed the rates 
contemporaneously in effect on the same classes and commodi- 
ties from the Illinois points and west-bank Mississippi River 
points in Iowa and Missouri for approximately equal distances; 
and that Indiana, like Illinois, should be divided into about five 
zones or groups.” 

Trans-Missouri Rates 


In quoting rates between Trans-Missouri Freight Bureau 
territory and points located in Western Trunk Line territory, 
east of the Missouri River, there are twenty-five east-end groups, 
indicated by numbers 1-25, inclusive, and a large number of 
western or Trans-Missouri groups, indicated by letters. The 
boundaries of each of these groups are accurately defined in 
the carriers’ tariffs. The rates to and from St. Louis are basic 
in this structure, while those of the Chicago, Duluth, Peoria 
and St. Paul groups are made by adding fixed differentials to 
the St. Louis rates. For the twenty other east-end groups, the 
rates are made upon the basis of one or another of the five 
principal groups just mentioned. 


Moreover, maximum distance scales have also been pre- 
scribed by the Interstate Commerce Commission, to apply on 
traffic between points in Nebraska and designated Missouri 
River cities (Missouri-Nebraska cases, 40 I. C. C. 201); between 
Nebraska points and specified Iowa points, and between St. Paul- 
Minneapolis and designated points in North and South Dakota. 


Colorado Common-Point Rates 


Denver, Pueblo, Trinidad and several hundred additional 
stations in Colorado and adjacent states are grouped as Colo- 
rado common points and receive common rates. These rates 
to and from points east of the Missouri River were, for many 
years, made by combination on the river crossings. The rates 
to the Mississippi River were added to those from the Missis- 
sippi River to the Missouri River, and again to the rates from 
the Missouri River to Denver. 


The Interstate Commerce Commission, however, pronounced 
this method of combination to be unfair to Denver as against 
the Missouri River points with which it competes as a jobbing 
center, and prescribed maximum class rates from the Missis- 
sippi River to Colorado common points (Kindel vs. N. Y. N. H. 
& H. R. R. et al., 15 I. C. C. 555); and from Missouri River 
crossings to Colorado common points (Colorado Mnfrs. Assn. vs. 
A! T. & 8. BF. RCo, 26 1.-€. Cy $2). 


At the present time the territory to the east of Colorado, 
roughly up to the Indiana-Illinois state line, is divided into six- 
teen groups for the purpose of quoting these rates. Colorado 
territory is likewise classified into twelve lettered groups, four 
of which (A to D) cover Colorado common points and receive 
the same rates. Groups E to L, inclusive, are adjusted by arbi- 
traries over the rates of the common point territory, except in 
cases in which specific commodity rates are named. The bound- 
aries of all of these groups are defined in the tariffs. 


The present class charges between Missouri River territory 
and Colorado common points range from $1.75, first class, to 
44%, cents per hundred pounds, class E (formerly $1.15 and 
29 cents, respectively); those between Mississippi River points 
and the Colorado common points vary from $2.46, first class, 
to 55 cents, class E (formerly $1.62 and 36 cents, respectively), 
the same rates applying to the St, Paul group, while the rates 
of Chicago territory, also accorded to Duluth and Memphis, are 
from $2.73%, first class, to 61 cents, class E (formerly $1.80 
and 40 cents, respectively). Corresponding Peoria rates are 
$2.60 and 57% cents, respectively. 

East-end rate groups, other than those mentioned, are ad- 
roe a with reference to one or another of these basic terri- 
tories. 0 


By an order of the Interstate Commerce Commission the 
westbound rates from Denver and Pueblo to points in western 
Kansas and Nebraska cannot exceed by more than 15 per cent 
contemporaneous rates effective from Missouri River-Nebraska 
territory, subject to Missouri River common-point rates as a 
maximum. Eastbound rates may be less than this (Public Utili- 
ties Commission of the State of Colorado et al. vs. A. T. & S. F. 
Ry. Co. et al., 52 I. C. C. 489, March 31, 1919). This require- 
ment was modified on May 27, 1919, by restricting its application 
to specified points substantially midway between Denver and 
Pueblo on the west and Missouri River territory on the east. 
(Ibid., 53 I. C. C. 383.) 
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The all-rail rates between Colorado common points and 
points east of the Illinois-Indiana state line are made by com- 
bination either on the Mississippi River or Chicago. In some 
cases proportional: rates have been established, upon. the com- 
bination of which a through rate can be obtained. Rail-water 
rates are quoted via Galveston, the through rate Being deter. 
mined by combining the proportional rates to and beyond Gal- 
veston. These rates, of course, are lower than those via the 
all-rail routes, and cannot exceed the combination rates con- 
temporaneously maintained through Galveston (52 I. C. C. 439, 
supra). Moreover, through rail-water rates are quoted from 
Atlantic Seaboard territory, which is classified into groups A 
to I, inclusive, to Colorado common points, applicable via speci- 
fied Gulf and south Atlantic ports and Norfolk, Va, 


Utah Common Points 


While the transcontinental rates to and from the Pacific 
coast and intermediate points will be described in Lesson 25, 
those to and from Ogden, Salt Lake City and various other 
points in Utah and adjoining states, known as Utah common 
p@ints, are not regarded as transcontinental. Although water 
competition is somewhat of a factor, it is not so all pervading 
as in the case of transcontinental rates. Utah common-point 
rates are variously influenced by water competition and by the 
commercial competition with Montana, Spokane and Pacific 
coast points. ; 

The same grouping of east-end territory up to the Indiana- 
Illinois state line is employed in this structure as was described 
in the case of Colorado. The rates between Missouri River 
and St. Paul territories and Utah common points range from 
$3, first class, to 63 cents, class E (formerly $2 and 42 cents, 
respectively); those of the Mississippi River group vary from 
$3.71, first class, to 74 cents, class E (formerly $2.47 and 49 
cents, respectively); corresponding Chicago, Duluth and Mem- 
phis rates are $3.98 and 81 cents, respectively (formerly $2.65 
and 54 cents); while those of the Peoria group range from 
$3.84, first class, to 77% cents, class E. As in the case of Colo- 
rado common points, the all-rail rates between Utah common 
points and points east of the Indiana-Illinois state line are 
made by combination based upon Chicago, Mississippi and Mis- 
souri River rates. There are, likewise, through rail-water rates 
between Utah common points and the Atlantic Seaboard ter- 
ritory, grouped and applying the. same as in the case of the 
Colorado adjustment. 

The rates for all other Utah points not included in the 
common-point territory, are made by adding arbitraries to the 
common-point rates. 


Montana Territory Rates 


While the rates to and from Spokane, Wash., territory, 
which includes certain Montana points, will be included in Lesson 
25 because of their closer relationship to the transcontinental 
rate structure, those of the remainder of Montana, which is 
known as “Montana territory,” are not constructed as are the 
transcontinental rates to and from the north Pacific coast and 
intermediate points. The-rates between Montana territory and 
the Missouri River and points to the east are made partly with 
reference to Spokane rates, and partly with reference to the 
rates of Utah and Colorado common points because of the com- 
petition which exists between all of these territories. 


Through class and commodity rates are quoted to and from 
certain basic or east-end rate groups: Chicago, St. Louis, St. Paul, 
Omaha, Kansas City and Denver. Montana territory, in turn, 
is divided into basic groups, there being altogether 226. The 
fundamental rates for all of Montana territory are those to 
and from Butte, Anaconda and Helena, ordinarily referred to 
as Montana common points. 


The present class rates between Chicago and Montana com- 
mon points are practically the same as Chicago-Utah common- 
point rates, being $3.98, first class, and 99 cents, class E, the 
latter being higher by 18 cents than in the case of Utah traffic. 
On shipments between Mississippi River points (St. Louis) and 
Montana territory, the Chicago rates apply, while the rates of 
the St. Paul group, which apply also to Missouri River territory 
(Omaha and Kansas City) vary from $3.15, first class, to 83 
cents, class E. On Denver-Montana common-point shipments 
the rates are, subject to exceptions, $2:39, first class, and 62 
cents, class E. 


The rates to and from the other Montana-rate groups are 
based on the Butte-Anaconda-Helena rates, although the tariffs 
show only specific and not basic rates, to these other points. 
For the east-end groups not mentioned above, the rates are 
made upon the basis of one or another of the six basic groups, 
for which rates have previously been stated. 


On shipments ‘between points in the territory located east 
of the Indiana-Illinois state line, the rates are proportional rates 
based upon Chicago or St. Louis, the through charge being 
obtained by combining the rates to and beyond these points. 

. In addition to the all-rail rates stated, there are also rail 
and-water rates applying via the Great Lakes on Montana ship- 
ments. These rates, of course, are lower than the all-rail rates. 
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The FREIGHT TRAFFIC RED BOOK 


‘‘The Encyclopedia of the Traffic Department”’ 
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All sections have been revised and 
brought up-to-date. Also one hun- 
dred pages have been added cover- 
ing seven new important subjects. 
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A complete, time-saving, convenient Reference Book, an Encyclopedia,on Domestic and Foreign 
Traffic, and a Text Book—all combined UNDER ONE COVER.—Can you afford to be without it? 


For the same price $6.00, including a service in the form of supplements issued to August |, 1923 


THE TRAFFIC PUBLISHING COMPANY, 150 Lafayette Street, New York, N. Y. 














National Service for 
International Motor Trucks 


The past few weeks have been filled with countless transportation difficulties brought about 
by controversies beyond the control of the general public. But as a result of these weeks 


the motor truck has come to the front and is 
more firmly than ever established as a means 


International Motor of national transportation. 

Trucks are built in ars 

twelve sizes, ranging As the motor truck assumes these increased 
from 2,000-Ib. Speed responsibilities, the advisability of national 


Truck to 10,000-Ib. 


: service facilities becomes more and more appar- 
Freighter. 


ent. And the International line fills the gap. 
International Motor Trucks are backed by a 
remarkable. network of distribution and service 
stations. Wherever you are—wherever your 
trucks go—International service protects you 
in full measure. Three factories, ninety-three 
branch houses, and thousands of dealers com- 
prise a complete manufacturing and _ service 
organization with one definite object in view— 
to give you hauling at low cost. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 
CHICAGO UNCORPORATED) USA 


93 Branch Houses in the United States 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





THE LIQUOR QUESTION 


Editor The Traffic World: 

We read, with interest, the articles in your paper under 
The Open Forum, which you state is a “department for the 
discussion by readers of The Traffic World of transportation 
questions of interest to traffic men.” 

The first letter, however, in your issue of October 28, signed 
by Slason Thompson, surely deviates from the idea which you 
suggest. His letter is a plain attack upon the prohibition 
amendment and has nothing to do with the traffic situation 
whatever, and we are exceedingly surprised that you should 
consider a letter of this kind proper material for your paper. 

Your editorial on liquor and economics did bear on the 
traffic end. Eveh if the letter which was printed was correct, 
we believe it is out of order, but when a fanatic of the char- 
acter of Slason Thompson, who ignorantly states that the 
prohibition amendment was put through by 10 per cent of the 
American voters, it surprises us that you would give space to 
his letter. You well know that the prohibition amendment was 
put through for economical reasons and the greatest advocates 
of prohibition were the railroads. The personal liberty ele- 
ment is brought in when the question of the employer’s right 
to say what his employes shall do when away from _ business 
is mentioned. We have seen accidents occur on the railroad 
brought about by men who were under the influence of liquor 
taken before they came to work. ,We well remember when 
one of the largest railroads of this country required its men, 
from the president down, to sign the pledge, stating that it 
was able directly to trace a loss of $12,000,000 a year to the 
men drinking. Personally, we would rather have a sober man 
than a drinker in our department. We have found, through 
many years of business experience, with other things being 
equal, the sober man is our best bet. We believe the railroads 
are generally of that opinion. 

We do not know whether you will care to print this letter 
or not. We are, however, greatly of the opinion that it bears 
more on the transportation business than the letter which you 
have seen fit to head your Open Forum. If Slason Thompson 
stated your personal views, we believe you have no right to 
inflict them on the readers of your paper in the way which you 
have done. We take no exception at all to your editorial re- 
garding liquor on the ships. As a matter of fact, we agree with 
you; but, from a business and economical standpoint, we cannot 
agree with the letter which was printed. 

A. L. Townsend, 
Armstrong Cork Co. 
Camden, N. J., Nov. 2, 1922. 





The publication in our Open Forum of a letter from a reader, of 
course, does not commit this magazine to the views expressed therein. 
As to the propriety of publishing a letter that does not bear on trans- 
portation, that, of course, must be left to our own judgment. In this 
particular matter Mr. Thompson's letter was in reply to our editorial 
expression. It’ would, in our opinion, have been exceedingly improper 
for us to refuse to publish it, whether or not we agreed with it or 
whether or ‘not it was, strictly speaking, a discussion of a trans- 
portation question.—Editor The Traffic World. 


SOUTHEASTERN CLASS RATE INQUIRY 


Editor The Traffic World: 

I was disappointed at your failure to report the Asheville 
proceedings in the southern class rate investigation, because I de- 
voted several months’ time to the study of the issues involved, 
carefully reduced them to the principles implied, prepared elab- 
orate exhibits and testimony dealing fairly with the opposing 
theories, and, quite naturally, expected that some publicity 
would be given to the new viewpoint expressed. 

I have shown that the principles involved are of a nation- 
wide significance, not restricted to the section dealt with di- 
rectly in the proceedings; that, therefore, the shipper in San 
Francisco is as much interested as the shipper in Atlanta in 
the outcome of the proceedings, so far as rate-making principles 
are involved; that the carriers and the Commission have al- 
ways inclined to a theory of rate making which makes con- 
cessions to long-haul shippers at the expense of short-haul 
shippers; and, as the philosophers might express it, that the 
ultimate question involved in the rate problem is one between 
long-haul and short-haul shippers rather than between carriers 
and shippers. 

Expressed differently, it is simply a question of conflict 





between a differential method and a cost method of rate making. 
Every shipper whose main interest is in long-haul traffic—say, 
500 miles or more—will find it to his advantage to support 
and insist on a consistent application of differential rate-making 
methods. Every shipper whose main interest is in short-haul 
traffic—say, under 500 miles—will find it to his advantage to 
support and insist on a consistent application of cost methods 
of rate making. 

Current practice tends to further the interest of the long- 
haul shippers. Current law, on the contrary, as I construe it, 
is framed to fit this interest of the short-haul shipper. In other 
words, I construe the law to mean that rates should be con- 
structed with reasonable relation to the costs involved, which 
would prevent discrimination, as now practiced, in favor of 
long-haul traffic at the expense of short-haul traffic. 

The differential basis of rate making tends to develop vol- 
ume of traffic, expressed in tons hauled one mile, faster than 
the carriers are able to develop facilities for handling same. 
The cost basis of rate making would tend to a reversion of 
this. principle, without affecting the actual volume of traffic, 
expressed in simple tons and not ton-miles. 

All the usual conservative arguments to maintain the status 
quo can be adduced to support the differential method, bearing in 
mind that this method is not now always carried out to its logical 
conclusion. In other words, the principle involved in the dif- 
ferential method is recognized, where it will make high rates, 
but frequently disregarded where the result would be low rates, 

All the arguments in favor of sound progress, based on the 
most economical methods, could be adduced in favor of the 
cost basis of rate making. 

It is quite natural that shippers, such as those I represent, 
interested both in long-haul and short-haul traffic, should insist 
on the uniform or, at least, the general application of either 
the one or the other of these conflicting methods of rate mak- 
ing. If we must pay high, differentially made rates on our short- 
haul traffic, it is no more than just that we should get the 
benefit of the relatively low long-haul rates which would result 
from the differential method. But, if we are to be denied the 
benefits of the differential method—and we are—we justly pro- 
test against having the disadvantages of the differential method 
imposed on us. If the carriers feel that our long-haul rates 
cannot be made lower than a reasonable cost basis, then we 
are willing to adopt their attitude by saying that our short- 
— rates should not be made higher than a reasonable cost 

asis. 

The technical features of these matters are dealt with in 
my testimony and in the exhibits I filed. 

My position is that, so far as consistent rate-making prin- 
ciples are concerned, the public is not getting a square deal. 
If I am right the public should know it, and the logical medium 
for conveying such knowledge will be through your columns. 
I do not know of any other medium quite so satisfactory. 

This is the first case I know of in which the Commission 
has indicated a willingness to consider rate-making theory, per 
se, as separate and distinct from the question of the rate level 
involved. If rate-making theory, as such, is important to the 
public, then now is the time for the public to “get wise” to 
the significance of-the case. If, in this case, the carriers suc 
ceed in having an objectionable theory approved by the Com- 
mission, or, worse yet, establish the principle that that theory 
always should govern which will justify the carriers’ rates, the 
carriers will deserve their success, only provided the public 
is informed and fails to act on the knowledge of how very 5ig- 
nificant this case really is. In any event, if shippers fail to 
announce themselves in these proceedings, it will be awkward 
for them to appear in subsequent rate proceedings opposed t0 
the rate-making principles which probably will result from this 
case. 

G. L. Tillery, Traffic Manager, 
Hebard Cypress Co. 
Philadelphia, Pa., Nov. 6, 1922. 


INCREASED CAPITALIZATION 


Authority has been granted the Upper Merion & Plymouth 
Railroad Co. to issue $350,000 of common stock, consisting of 
7,000 shares of stock with a par of $50, the proceeds to be used 
in acquiring two locomotives and five rebuilt 50-ton hopper cal. 
at a cost of $61,598 and the covering of advances for construe 
tion and equipment, amounting to $298,192, by the Alan W 
Iron & Steel Co., not heretofore capitalized. 
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“the Railroad that 
p followed my Short 
- Cut Trail x across 
the Continent” 








Traffic Agencies 


Complete information regarding passenger and 
freight service cheerfully furnished by any 
Union Pacific representative. Offices are 
maintained at principal cities throughout 


T the close of the Civil War, I joined 
a prairie schooner outfit from Omaha 
to California,” said the pioneer. 








the country. 
¥ e T TA oso. ices SEE or: 
“It took us eight weeks to make the trip. BIRMINGHAM AL 00000 i Ars oe Be 
Two of our men were killed by Indians. SOE be eee 
But we had as good a trip as it was Ehicneo Wenn. aor i6'b: Washington 8 
possible in those days, I guess. CLEVELAND, Ov... SiS AMG Buclid ave, 
4 DENVER, COLO.............. 18th & California Sts. 
“Fifteen years later I came back east for a DETROUE MICH... Lafayette Bled. West 
visit to my old home. I had heard a lot LINCOLN, NEB, fc ocsoccccs.sig 204 ith 8€ 
about the Union Pacific Railroad but I MIL W AUR, Wis ........-aat Gran Ave. 
didn’t realize until I traveled over it, how ET ene 
closely it followed our old Overland Trail.” yr he paatemmnetatneatee me 
a PHILADELPHIA, PA............. ‘ 

The Overland Trail was Nature’s way—the easiest PITTSBURGH, PA... bevedeares sth & Liberty Aves- 
and most direct for the pioneer just as today the SACRAMENTO, CAL............... 1006 Fourth St, 
Union Pacific is the natural route for passengers SALT LAKE cit, Aint. on. - ea 
and freight. SAN FRANCISCO, CAL........ 7..." "gst Mauer Se 
Service of the highest standard backed by over SPOKANE, WASH... 97 Srongee Ave 
50 years of progressive railroading. ae gpeamametgeaeer ge Po 
VANCOUVER, B. C........ccccceees 470 Granville St, 





A. L. CRAIG, General Passenger Agent, Omaha, Nebraska c. 
D. 8S. SPENCER, General Pass. Agent, Salt Lake City, Utah J. 
WM. McMURRAY, Gen’l Passenger Agent, Portland, Oregon H. 
T. C. PECK, Gen’l Passenger Agent, Los Angeles, California Ww. 


J. LANE, General Freight Agent, Omaha, Nebraska 
A. REEVES, General Freight Agent, Salt Lake City, Utah 
E. LOUNSBURY, General Freight Agent, Portland, Oregon 
F. LINCOLN, General Freight Agent, Los Angeles, Cal, 
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TARIFF BURDEN «LESSENED 


The Trafic World Washington Bureau 


The Commission has modified its tariff filing rules, con- 
tained in Tariff Circular 18A, by waiving rules 9-(h) and 9 (e) 
until further notive. Its attention to the burdensomeness of. the 
rules under present conditions was directed by J. H. Glenn. He 
asked for relief. The ruling on the subject is as follows: 


It a Prarie. That compliance with the provisions of Rule 9 (h) 
of Tariff Circular 18A which requires that joint supplements issued 
thereunder must include items reissued from former supplement or 
su age me (thereby cancelled) indicated as reissued items, and pro- 
viding expiration clause as therein noted, and the well known require- 
ments of Rule 9 (e) in connection therewith results in extreme print- 
ing expense and causes delay in the establishment of rates, rules and 
regulations. which carriers desire eo make effective; 


It is ordered, That the portion of Rule 9 (h) of Tariff Circular 
18A hereinbefore referred to and the provisions of Rule 9 (e) both as 
to volume and number of supplements in connection with the filing of 
such joint supplements to tariffs of five or more pages, be and the 
Same are hereby waived until further order of the Commission to 
the extent of permitting the establishment of rates under conditions 
contemplated in Rule 9 (h) by.the filing of a simple joint supplement 
to both the old and the new tariffs which shall contain no other 
matter than the rates sought to be made effective. 

It is further ordered, That each supplement filed under authority 
hereof shall bear on the title page .the following notation: 

“This joint Spleens to lL C. C. No. —— and failing to 
show items in previous supplement or supplements as reissued matter 
and exceeding volume of supplemental matter of number of effective 
supplements to which I. C. C. No. —— (old tariff) is'entitled, is per- 
mitted under authority of special permission of the Interseate Com- 
merce Commission, No. 61041, of November 2, 1922.” 


. 


is permission does not authorize the filing of any supplements 
to tariffs of less than five pages, nor does it waive any of the pro- 
visions of the Interstate Commerce Act or of Rules 9 (h) or 9 (e) of 
Tariff Circular 18A except as to volume of supplemental matter and 
the number of effective supplemenes to the tariff which is to be 
eancelled by a new tariff to which this supplement also is directed. 


RAILWAY DEVELOPMENT MEETING 


The semi-annual meeting of the American Railway Develop- 
ment Association opened in Chicago on November 9 with over 
a hundred members present. The organization is composed of 
industrial, agricultural, immigration, and publicity representa- 
tives on many lines in the United States and Canada. The 
meetings are held twice a year to allow discussions of new 
situations that arise from time to time and: to give opportunity 
for exchange of ideas on, better methods of serving the public 
in the various departments. 

Following the business meeting at the opening of the ses- 
sion, W. W. Harris, editor of “American Railroads,” the pub- 
lication of the Association of Railway Executives, addressed 
the members on the subject of “Publicity.” He described the 
development men as the antennz of the railroads, and outlined 
their numerous opportunities to reach the people directly with 
information on railroad matters. Mr. Harris blamed the present 
rail situation on the character of the regulation that has been 
put on the earriers in the last fifteen years. He declared that 
the present condition was costing the farmers of the country 
$400,000,000 each year. The roads are regulated to the extent 
that all of their income and two-thirds of their expenses are 
fixed by outside agencies, he said. 

“There are many mistaken impressions held by the public 
concerning the railroads that you development men are in a 
favorable position to correct,” Mr. Harris declared. Several of 
these common beliefs were named by the speaker. Among them 
were that the roads have a guaranty of 5% per cent on their 
investment, that rail stock is extensively watered, that. the 
valuation of the property is not nearly so great as the capital- 
ization, and that the railroads are refusing to pay a living wage. 

“The railroads cannot operate and grow as business grows 
on their present earnings,” Mr. Harris said. “The industrial 
plant has doubled, while the roads have declined alarmingly 
since 1916, and this most unfortunate situation has been due to 
a policy of regulation which has not considered the needs of 
the people. Such regulation must be abolished if the railroads 
are to regain their necessary strong position.” 


“The farmer should be given relief in the freight rates on 
his outgoing shipments,” declared J. R. Howard, president of 
the American Farm Bureau Federation, in an address at the 
closing session of the meeting November 10. “Freight rates 
on manufactured products are not of such vital importance to 
the farmer, because he can buy them or not, as he pleases, to 
a certain extent, but the rates on the products of his land, he 
must pay, and it is in these that relief is urgent.” 

That the farmer’s financial situation is precarious was 
affirmed by Mr. Howard, who declared the rosy reports of 
agricultural prosperity and rising prices to be deceptive and 
not indicative of the farmer’s true position. The great spread 
between the prices that the farmer gets for his products and 
the prices that the consumer finally pays was blamed for the 
present lack of prosperity. 

“Freight rates must be lowered or the farmer’s prices 
raised, if we are to be brought back to normal conditions,” said 
he. Farmers pay out annually a billion dollars in interest 
on their notes; more than a billion dollars directly as freight 
on their products, or one-fifth of the combined gross receipts 


_ amusing. 
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from the passenger and freight traffic of the carriers; 700 mil- 
lion dollars in taxes; and the vastly greater amount for their 
essential operating expenses; when his necessary expenses are 
subtracted from his gross income, the American farmer has 
left only $136 to educate his children and provide the ordinary 
things that make life enjoyable, Mr. Howard declared. 

“T think that some of the criticism of the roads in the past 
and some in the present is just,” he said, “but I feel that much 
of the trouble has been due to lack of information and to mis- 
understanding. The extension work of the railroads now should 
be to bring about mutual understanding and good-will between 
the farmers and the carriers.” 


ST. LOUIS BILL OF LADING IDEAS 


St. Louis shippers, who have been using dray tickets in 
lieu of bills of lading for many years, have been advised by 
P. W. Coyle, traffic commissioner of the St. Louis Chamber of 
Commerce, to continue that practice after December 31, 1922, 
the last day on which the carriers, according to their .own 
announcement, will accept shipments unless presented with 
bills of lading in comformity with the Commission’s recent 
rulings. 


In a circular, Mr. Coyle has pointed out to the members of 
his association what he believes to be the carriers’ duty under 
the law, to furnish a receipt for goods tendered. It is his posi-' 
tion that this receipt must be prepared and given by the car- 
rier and that its form and condition are not of particular inter- 
est to the shipper 


The circular is as fellows: 


If it were not that there is a serious side to it, as a business 
proposition, the attitude of the carriers in this matter would be 
They first announced that a bill of lading “legally prescribed 
by the Interstate Commerce Commisison’”’ must be used on and after 
March 1, 1922, inferring that if not used shipments would not be . 
accepted. Then announcement was made that they had referred this 
to July 1, 1922. Now some of the carriers are announcing that they 
have condescended to extend it to December 31, 1922. 


As a matter of fact the carriers have no right to fix any date 
when they will or will not accept a shipment unless accompanied by a 
particular kind of bill of lading or dray ‘ticket, Paragraph 11, Section 
20 of the Interstate Commerce Act, provides: © 

“That any common carrier, railroad or transportation company 
subject to the provisions of this act, receiving property for trans- 
portation from a point in one state or be oaig or the District of 
Columbia, to a point in another state, territory, District of Columbia, 
or from any point in the United States to a point in an adjacent 
foreign country shall issue a receipt or bill of lading therefor, and 
shall be liable to the lawful holder thereof for any loss, damage or 
injury to such property caused by it, or by any common carrier, rail- 
road, or transportation company to which such property may be de- 
livered or over whose line or lines such property may pass within the 
United States or within an adjacent foreign country when transported 
on a through bill of lading, and no contract, receipt, rule, regulation or 
other limitation of any character whatsoever, shall exempt such com- 
mon carrier, railroad, or transportation company from the liability 
hereby imposed.” 

Hence it is the duty of the carrier to give a receipt or a bill of 
lading for every interstate shipment received by it, and it cannot, by 
the issuance of any kind of a receipt or bill of lading, escape its re- 
sponsibility under the law. Therefore, if the form of receipt offered 
for signature by the shippet does not suit the carrier it is up to the 
carrier to furnish a receipt on such a blank as he may see fit to use. 
The common carrier, however, cannot refuse, or refuse at his peril, 
to forward a shipment propely packed and properly marked when ten- 
dered for transportation to a point reached by such carrier, or its con- 
nections under proper legal tariffs. 


It has become the custom for the shippers to prepare and present 
bills of lading or dray tickets, conforming as nearly as possible to the 
request of the carriers, but the shippers are not legally bound to do so. 
The custom has grown up, not as a concession on the part of the 
carriers, but as a concession on the part of the shippers, in order to 
expedite the movement of shipments. Therefore, the carriers who are 
now announcing that they are extending the time for use of certain 
bills of lading are conferring no favor upon the shippers. We, there- 
fore, repeat: Do not be stampeded into making radical changes 
either in your form of bills of lading or dray tickets. Use up what you 


may have on hand, or purchase others as may be most convenient or 
economical for you. 


BOAT LINE ABANDONMENT 


A certificate of public convenience and necessity authorizing 
the ‘Georgia, Florida & Alabama Railway Company to abandon 
operation of a line of water transportation between Carrabelle 
and Apalachicola, Fla., has been issued by the Commission. 

The carrier owns and operates a line of railroad from Rich 
land, Ga., to Carrabelle. The boat line, 32 miles long, connects 
with the rail line, and freight and passengers have been handled 
on a through schedule. The Commission said the company col 
tended, and offered proofs tending to show that its property 48 
a whole was not earning a return on its fair value and that its 
ability to render service on its rail line was being seriously 
jeopardized by the losses incurred in the operation of the branch, 

The Commission said. there was no evidence that hardship 
would result to any shipper by the substitution of service on the 
Apalachicola & Northern for the water service. That line serves 
Apalachicola. The Commission also said it appeared that the 
A. & N. had adequate terminal facilities to handle the carload 
traffic from Apalachicola and that the applicant had never bee? 
able to take care of carload business on the boat line, its solicit# 
tion of that traffic having failed to produce results. 
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America Can “Sell”— 
But Can She “Deliver”? 


An adequate American merchant fleet ts 
the key to the problem of American pros- 
perity. In eompetition with other highly- 
developed industrial nations, manufactur- 
ing America finds that her water transpor- 
tation is the crux of the whole foreign trade 
situation. And upon a healthy foreign trade 
is prosperity built. 


What merchant would congratulate him- 
self upon getting a new customer that had 
— eluded him—and then call in his com- 
petitor’s truck to deliver the goods? 


America is in the position of the merchant. 
She is producing the goods—at least 15% 
above her domestic requirements—and is 
steadily developing sales abroad. 


But can she “deliver the goods’’? 


Only with a fleet of carriers adequate to 
bear her wares to foreign customers can 
she hope for the revived trade expansion 
that spells prosperity. To rely on foreign 
Ships is to call into use the competitor’s de- 
livery system. 


The production and sales functions Amer- 
ica is fulfilling. She cannot neglect the 
function of transportation. The American 
merchant marine must be preserved! 
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SAN DIEGO 


Ship via the short northern route—the quickest 
route to the Orient. An express service at freight 


rates by an American company for American 
shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, 
Hong Kong, Manila and Dairen 
Vladivostok: Vessels will make direct call if freight offerings justify. 


12 days to Yokohama 17 days to Shanghai 
14 days to Kobe 21 days to Hong Kong 
25 days to Manila 


OUTWARD SAILINGS—from Seattle 


Ts onibb 0 bu Bevis cWnvseed November 17 
*PRESIDENT GRANT..._.......November 25 
*PRESIDENT JEFFERSON ....December 9 

II oo phod-eanuscteizuc «as al December 18 

TR PURO ona. wrchiaicn scicurs ofbted December 21 


*Combination freight and passenger, length 535 feet, 21,000 tons, speed 17} knots. 
au h bills of dine issued in connection with our Hong Kong-Java feeder service 
er lines. 


For rates, space and other information apply: 


Chicago: Merchants Loan & Trust Bldg., 112 W. Adams St., 
Phone Randolph 7739 

New York: 17 State Street, Phone Bowling Green 5625 

San Francisco: 60 California Street 

Los Angeles: 322 Citizens Bank Building 

Seattle: 407 L. C. Smith Building 


L. L. BATES, Foreign Freight Agent, SEATTLE, WASH. 
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MEAT TARIFFS SUSPENDED — 


The. Trafic World Washington Bureau 


In No. 1679 the Commission has suspended from November 
10 to March 10 schedules contained in supplements Nos. 20 
and 21 to Leland’s I. C. C. No. 1416, proposing to increase the 
rates on fresh meat and packing-house products from Oklahoma 
and Texas points to the lower Mississippi River crossings about 
six cents per hundred pounds. 


‘ SETTLEMENTS WITH CARRIERS 


Payments to railroads under sections 204, 209, 210 and 212 
of the transportation act in October totaled $4,161,611.35, ac- 
cording to the monthly statement of the Treasury Department. 
The total payments to railroads to date were given as $772,- 
766,517.12, of which $449,894,083.28- was on account of the guar- 
anty, $317,886,667 for loans and $4,161,611.35 for reimbursement 
of deficits. The payments in October were as follows: 


Section 204: 
Fulton Chain Ry. Co 
Georgia Coast & Piedmont R. R. Co 
Glenmora & Western Ry. Co 


Little Rock, Maumelie & Western R. R. Co., receiver 
Milltown Air Line Ry. 
Neame, Carson & Southern R. R. Co 
Northampton & Bath R. R. Co 
Waterville Ry. 4 
Wyandotte Southern R. R. Co 
Secti : 


on : 
EE, on. 5 wracecea 9 acest guiaheeb Sle gp tin wh ccs 10,351.89 
CIETY, ERY, ce ccc ccc dpc c the cceecccccecce 6,804.15 
Lehigh. & Hudson River Ry. Co. ....... 2... cc cwcccecccencecs 184,750.94 
Middletown & Unionville R. R. 0,303.90 
Oil Fields Short Line R; R. Co ; 
Pacific Coast R. R. Co. 
Salina Northern R. R. Co., receivers ,086. 
Texas & Pacific Ry. Cp., receivers 298,041.77 
Section 210: 
Cisco & Northeastern Ry. Co 27,862.00 
era-nay Lire CO. ...... i. soon, dele be. Sa ba. oe 1,100,000.00 
Smee Comtral Ry. Co. 2... Sods ss odes bec de cchevccGecece 937,000.00 
Section 212: 


Chicago, Rock Island & Pacific Ry. Co 1,000,000.00 
Seaboard Air Line Ry. Co. 300,000.00 


$4,161,611.55 


The Railroad Administration reported this week the follow- 
ing final settlements, and has paid out and received from several 
roads the following amounts: Buffalo & Susquehanna Railroad 
Corporation, $465,000; Norfolk Southern Railroad Company 
paid Director-General, $200,000; Morgantown & Kingwood Rail- 
road Company paid Director-General, $75,000. 


The payment of these claims on final settlement: was largely 
made up of balance of compensation due, but included all other 
disputed items as between the railroad companies and the Ad- 
ministration during the twenty-six months of federal control. 

The Commission has certified to the Secretary of the Treas- 
ury, under section 204 of the transportation act, that the Georgia, 
Florida & Alabama Railway Company owes the government 
$7,047.71 because of overpayment under that section. 

The Commission has certified to the Secretary of the Treas- 
ury that the amount necessary to make good the guaranty to 
the Georgia, Florida & Alabama Railway Company is $15,450.03. 
The total found due the carrier under the guaranty was $175,- 
450.03, all of which has been paid except the amount now 
certified. 

The Commission has certified under section 209 of the trans- 
portation act that payment of $4,434.82 to the Carolina & en- 
nessee Southern Railway Company and $37,548.74 to the Dan- 


ville & Western Railway Company, will make good the guaranty 
to those roads. 


3,881.06 
23,126.96 
16,917.04 
24,433.76 
14,959.72 
39,188.86 

121,911.41 

9,671.53 


10,388.98 


14,086.24 


HEARING ON PETROLEUM CASES 


Hearing in four petroleum cases—I. and S. 1663 and dockets 
14161, 14174 and 14275—which had been going on before Ex- 
aminer Carter in St. Louis for several days, was postponed, the 
evening of November 3, until November 20, in Chicago, at which 
time the carriers and the protestants will be heard. 


CHANGES IN DOCKET 


Hearing in Valuation Docket III, in re tentative valuation 
of Grafton & Upton R. R. Co., assigned for November 6 at Wash- 
ington, D. C., was postponed. 

Hearing in 13806, Meyer Vasquez Produce Co. vs. Director- 
General, assigned for November 8 at Washington, D. C., was post- 
poned to a date to be hereafter fixed. 

Hearing in I. and S. 1673, import rates on vegetable oils from 
Pacific Coast to C. F. A. and Canada, assigned for November 8 
at New York, N. Y., was cancelled. 

Hearing in 14010, the United Verde Extension Mining Com- 
pany vs. A. T. & S. F. et al., and 14011, the United Verde Ex- 
tension Mining Co. vs. A. T. & S. F. et al., assigned for November 
11, at’ Phoenix; Ariz., was postponed to a date to be hereafter 
fixed. 

Hearing in 13853, Whalen Pulp & Paper Mills, Ltd. vs. 
Director-General, Grand Trunk Pacific, assigned for November 
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10 at WasHington D. C., was postponed to a cate to be here. 
after fixed. 

Hearing in.14101, Birmingham Traffic Bureau vs. A. G: S. et 
al. and such fourth section departures as may exist, assigned for 
November 10 at Birmingham, Ala., was postponed to a date to be 
hereafter fixed. 

Hearing in I. and S. 1664, box shooks from the Carolinas and 
Virginia to eastern seaboard points, assigned for November 10 
at Washington, D. C., was cancelled. 


ACQUISITION NOT AUTHORIZED 


The Commission has declined to authorize the West Vir- 
ginia Northern—a road 10.97 miles long—to acquire and operate 
a branch a little more than a mile long heretofore operated as a 
private siding or acquire or operate over an extension of that 
branch owned by the Carleton Mining & Power Co., about 4,200 
feet long. J. H. Weaver owns the properties which were to be 
merged, but not the branch to the Carleton line. The latter was 
to be purchased for $32,416 and the cost of the transactions was 
to be liquidated by creating a reserve fund to be taken from 
each ton of coal transported over the rails of the railroad and 
the branches. 

No public convenience or necessity for the purposed exten- 
sions could be seen by the Commission. It said the cost of re- 
habilitating the branch which the common carrier was to acquire 
was excessive even for the time at which it was made. It said 
that unless there was some strategic value to the branch which 
did not appear, the price to be paid for it, $91,052, was excessive. 

According to the conclusion of the Commission, the West 
Virginia Northern had already accumulated a loss amounting to 
more than three times the cost of its road and equipment and 
that its condition did not warrant transfer to it of a branch and 
an extension, at an amount in excess of the West Virginia North- 
ern’s investment in road and equipment. It said the result of the 
past operations had not justified the existence of the railroad 
from a transportation standpoint, and that, in its opinion, the 
matters of record did not justify the addition to the capital ac- 


count of the large sums proposed to be paid for the branch and 
the extension. . 


MORE FAST WORK 


The Trafic World Washington Bureau 

The New York, New Haven & Hartford, a fast worker in 
getting rid of the 10 per cent and connecting link supplements, 
as shown in the Traffic World, Oct. 28, p. 898, has a competitor 
among class 1 roads in the Nickel Plate, although the competi- 
tion between them was not in the matter of getting rid of the 
special supplements issued under the sixth section permission 
No. 59060. The New Haven, as set forth in that article, was 
being praised for having got rid of all the sixth section supple- 
ments. 

Such speed in traffic work was shown by the Nickel Plate 
that it had to avail itself of the sixth section permission in only 
a few instances, chief among which were its brick tariff and two 
carrying commodity rates on iron and steel articles, billets, 
and steel rails. Special permission supplements were issued 
for use in connection with the tariff mentioned because the Com- 
mission was making changes in its decision in the general brick 
case, and a re-check of the iron and steel tariffs was in con- 
templation. 

On all other of its tariffs the Nickel Plate. was able to pre- 
pare re-issues in time for filing to make them operative July 1, 
the day on which the decision in “Reduced Rates, 1922” came 
into force. In other words, the Nickel Plate was able to avoid 
the use of the percentage and connecting link supplements which 
the New Haven found necessary to use in all except the instances 
mentioned, thereby avoiding the work, by its own force and the 
Commission, too, of handling one set of publications. The Nickel 
Plate, however, has not been able to get rid of the special supple- 
ments, while the New Haven has. In one phase the Nickel 
Plate showed speed and in another the New Haven. 


SANTA FE’S HARBOR LINE 

The Commission has authorized the Santa Fe to construct 
its proposed Los Angeles harbor line, about 12.54 miles long, in 
the manner proposed, that is, by the financing of a subsidiary, the 
Santa Fe & Los Angeles Harbor Ry. Co., and then acquiring of all 
but qualifying shares of the subsidiary’s stock and the lease of 
the property of the subsidiary for 10 years after completion and 
then without limit, from year to year, until one or the other of 
the two companies gives 90 days’ notice of a desire to cancel the 
lease. The employment of a subsidiary, the parent company 
said, was necessary because it has no charter to build a railroad 
in California. ' 

To accomplish the end sought the Commission has issued 4 
certificate of public convenience and necessity authorizing the 
Santa Fe & Los Angeles to construct a new line of railroad i 
Los Angeles county; to issue not exceeding $50,000 of capital 
stock and sell the shares at par of $100 each; and the acquisition 
of the subsidiary and its property through stock ownership and 
lease of the physical property. 
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Ship Through Jacksonville 


An Always Open Gateway — 
to Export Trade 


Ice, sleet and snow never interfere with shipping at Jacksonville and there is com- 
parative freedom from labor troubles. 


Freight moves promptly to and from the city over the five great trunk lines which 
have terminals here. Congestion is practically unknown. 


Favorable freight rates from interior points place the spacious, land-locked harbor 
of Jacksonville on a rate parity with the frequently congested ports of the north. 


Charges at the port of Jacksonville are low. A five thousand ton ship carrying 


general cargo can load and clear for approximately five thousand dollars less than at 
a typical north Atlantic port. 


The port of Jacksonville has adequate depth of water for vessels of large draft, 


anchorage for scores of ships of great capacity and sufficient berthing space for sixty 
vessels of average size. 


Municipal docks and terminals and privately owned enterprises furnish ample stor- 
age capacity—extensive warehouses are designed especially for cotton and manufac- 
tured goods. The world’s largest and best equipped naval stores yard is at Jacksonville. 


Numerous further harbor and terminal improvements are now under way. These 
include dredging to increase depth of water, additions to pier and warehouse facilities 
and installation of loading and unloading devices. 


Full information contained in handsomely illustrated book, 
“The Port of Jacksonville,” mailed free on application. Address 


City Advertising Department 
Room 11-V, City Hall, Jacksonville ,Florida 





THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 

nature that confront persons de: a with traffic. A specialist 

on interstate commerce law, t, 

will give his opinion in answer to any sim; to the law 
of interstate tion of t. 


is a member of our legal d 
question samiae 


p him in his work. Persons desiring immediate answer by mail or 

or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this ent any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
eitua’ too com for the kind of investigation herein contemplated. 

Ad Questions and Answers Department, 

Traffic Service Corporation, Colorado Building, Washington, D. C 


LG 


Suit—Failure to File Must Be Justified by Sufficient Excuse 


Missouri.—Question: *A car of tomatoes shipped February 
25, 1920, was badly delayed, transferred, and arrived frosted. 
Claim was filed October 8, 1920. No acknowledgment of claim 
was made until March 29, 1921, and declined April 29, 1921, but 
papers were not returned. Reinvestigation opened June 28, 1922. 

The railroad company acknowledged liability August 14, 
requesting settlement on 25 per cent basis. Settlement was 
declined August 19, claimant insisting on full payment. The 
matter was handled unremittingly, with never a return of origi- 
nal papers until October 7, 1922, when the railroad company 
claimed it was unable to make any settlement account no defi- 
nite settlement agreed upon or suit filed with the U.S. Railroad 
Administration prior to February 28, 1922. 

While it is true that no suit had been filed nor settlement 
agreed upon between carsiers and ourselves, is it not proper 
to expect carriers to make settlement of 25 per cent, inasmuch 
as they failed to make prompt settlement with us and also 
failed to return papers in order that suit may have been brought? 

It seems to us the entire negligence should not rest with 
with us and that the carriers are as much at fault as we are 
in delaying matters. Will you please advise if it is possible 
to expect a partial settlement in a case of this kind? 

Answer: The possession of claim papers is not necessarily 
a condition precedent to the filing of a suit for loss and dam- 
age provided the shipper has the necessary information with 
which to describe the shipment with sufficient detail, which 
information is very likely present in his files. We, therefore, 
do not believe that such an excuse is sufficient to justify a 
court in holding that the failure of the carrier to return claim 
papers is a cause preventing the filing of a suit such as to 
warrant the setting aside, or, \rather, the extending of the 
statutory period of limitation. 


Use of Second-Hand or Used Containers 

Michigan.—Question: Your reply to “Connecticut,” page 
916, Traffic World, issue of October 28, 1922, in which you 
state there is nothing in rules 5 and 41 of Consolidated Classifi- 
cation that prohibits the use of fiber-board or like containers 
a second time, provided they are in sufficiently good condition 
to properly protect the goods while in transit. 

Please refer to rule 41, sec. 8-B, “Boxes must show descrip- 
tion of contents.” I wish you had quoted “Connecticut” this 
part of the rule for his guidance and as a matter of “claim 
prevention” for the guidance of many railroad agents, who are 
subscribers to your most valuable journal. 

Under government control, instructions were sent out by 
the government, also circulars were issued, and carriers in- 
structed that above containers were “one trip containers” only, 
and our agents have been educated accordingly and with the 
result of a great decrease in claims paid on freight carried in 
this class of containers. They are rarely fit for the second 
trip and are never as strong as in first use. 

Further, on the first trip, contents are printed or stamped 
on the container, and using the second time these will have 
to be erased and new descriptions given, which will be often 
overlooked by shipper and by carrier’s agents, and will be a 
source of trouble and complaint. I do not believe the manu- 
facturers intend them for second usage, nor the classification 
committee. 

Answer: We quite agree with you that the shipper should, 
and the carriers’ agenis should, endeavor to see to it that he 
does, use containers which will protect the goods against the 
ordinary and usual wear and tear of transportation and that 
the use of second-hand containers is therefore not to be encour- 
aged, in that in all probability such containers do not, even 
though it is not apparent to observation, afford as good pro- 


tection to a shipment as when used for the first time. This, of- 


course, is a matter of judgment subject to proof, but,.if the 
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to Be Used in Connection with Base Rates to Make Up 

Through Rates 

Maine.—Question: Rates from souothern points are made 
@n rate basis No. 1, rates from other points are made by adding 
a certain arbitrary rate to make a through rate. In the gen- 
eral reduction of July 1 should this reduction be figured on 
individual rates making up this through rate or on the through 
rate itself? ° 

The rates in question are published in J. J. Cottrell’s I. C. 
C. 324 from South Carolina points, taking rate of 88% cents 
to rate basis No. 1 (Portland, Me.), to which 8% cents must 
be added to make through rate to Lewiston, Me. Should the 
reductions be figured on each of the amount making up the 
through rate or on the through rate itself? 

Answer: Supplement 12, Cottrell’s I. C. C. 324 provides 
that the rates named in that tariff, with certain exceptions, 
will be reduced in accordance with the provisions of Cottrell’s 
I. C. C. 389, familiarly referred to as the “Master Tariff.” The 
latter issue provides, on page 2, as follows: 


If a tariff or supplement to a tariff making specific reference hereto 
contains arbitraries differentials or local rates to be used in connection 
with. base rates, each of such factors shall be separately reduced as 
provided in Rules 1 to 6 herein, in determining the reduced total rates, 


except as otherwise provided in the supplement containing such 
reference. 


Undercharge—Time Within Which Claim May Be Filed with 
Commission 


Arizona.—Question: In my usual weekly reading of your 
valuable magazine I notice on page 826 of the issue of October 
14 a question by “Ohio” as to the limitation on suits for under- 
charges, and note your answer that the statute of limitations 
of Ohio applicable to actions “upon a liability created by a 
statute” would control. 

Might I suggest that the liability for an undercharge is one 
based on contract, namely, the bill of lading, and in this case it 
would seem that the statute of limitations applicable to actions 
on written contracts for the payment of money would apply? 

Answer: In a sense the liability for freight charges as to 
a particular shipment is one based on contract and from this 
viewpoint it would, therefore, appear that the fifteen-year period 
of limitation is applicable to suits therefor. However, it is 
nevertheless true that there is a statutory duty imposed upon 
carriers to collect their lawful charges and for this reason we 
made the statement that the statutory period governing a lia- 
bility created by statute was apparently applicable. We can 
locate no cases passing upon statutory provisions similar to 
the provisions of the Ohio statute which provide a period of 
fifteen, years for an action upon a contract and six years for 
an action upon a liability created by statute. 

As having a bearing on the question, we quote from the 
case of Northern Alabama Ry. Co. vs. Wilson Mercantile Co., 
63 Sou. 34, which you will observe treats the collection of freight 
charges from both the viewpoint of.a contract and a statutory 
liability. 


Considering the proposition of whether the freight charge was an 
open or unliquidated account within the meaning of the statute, it is 
to taken into consideration that it was the duty of the agent of 
the railroad company to deliver the freight to the defendant as the 
consignee, and it then became the duty of the defendant to receive the 
shipment and pay the proper freight charges. These are duties im- 
posed by the law. Hill vs. Sou. Ry. Co., 60 Sou. 450; L. & N. R. R 
Co. vs. McKenzie, 59 Sou. 345. A demand cannot be regarded as an 
open account where there is a contract certain and fixed in all its 
terms, which is the foundation of the claim. 1 Cyc. P. 363, citing 
Railroad Co. vs. Lindsay, 4 Wall. 650. In this case the demand was 
based on a contract of shipment, and the amount payable as freight 
was a definite, certain, fixed sum, fixed by law. The qualification 
which the law imposed determined the respective liabilities of the 
parties, and the demand being ascertained and fixed by law, it is not 


an open account against which the statute of limitations of three 
years will run as a bar. 


Liability of Carrier for Misdating Bills of Lading 


Virginia——Question: A shipper purchased a carload of po 
tatoes from a dealer in Maine on the strength of a bill of lading 
dated April 1. The car did not move from the loading point 
until April 5. This delay resulted in damage to the purchaser 
and same was supported by proof submitted to the carrier with 
the claim for damage. The carrier, however, declines payment 
on the ground that its agents dated the signed bill of lading 
four days prior to the loading of the car by the seller or shipper. 

Will you please advise if the carrier can, under the law, 
disclaim liability in such a case, and if it is not bound by the 
bill of lading date rather than that of loading or moving? And 
will you not cite authority for your opinion? 


Answer: We are not certain from your letter whether the 
damage resulted from delay in transit causing deterioration 
of the shipment or damage resulting from a decline in the mar 
ket. price of the potatoes, or whether - 
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carriers do not intend that such containers shall be used:.a™ =~ 


second time they should, if justified in doing so, include in the, 
classification a provision to this effect. — 
Reduced Rates, 1922: Ten Per Cent Reduction Applies to Each 

Factor Where Arbitraries, Differentials or Local Rates Are 


=m transportation,’ 
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ORT NEWARK 


THE MIRACLE OF MODERN TIMES 


Most shipping and factory centers have 
grown up without planning. We see 
evidence of this during normal times 
in port congestion, in shortage of stor- 
age and loading and unloading facil- 
ities. 

We also see factories located on ex- 
pensive land, or too far from primary 
markets, or inconvenient for employees 


to reach and often lacking proper rail- 
way connections. 


Port Newark is a correctly and scien- 
tifically planned shipping terminal and 
industrial center. On the New Jersey 
mainland, a part of the Port of New 
York, it is nearer lower New York 
Bay than Manhattan Island is. Seven 
trunk line railroads connect with its 
belt line railroad. 


At Port Newark rail-to-ocean steam- 
ship delivery becomes an actuality on 


the Atlantic seaboard. There is no 


lighterage necessary. The channel is 
31 feet deep; and an inland ship canal 
7,000 feet long and 650 feet wide will 
have a ship turning basin at its end. 


Three railroad classification yards are 
nearby. Three heavy duty roadways 
connect with the Lincoln Highway and 
other main trucking thoroughfares. 
Newark is ten minutes away, and New 
, York is reached in twenty minutes by 
truck. 


Ten million people live within fifty miles of 
Port Newark, the biggest market in the 
world. Labor supply is plentiful and di- 
versified, the labor population is over 
200,000. Newark and its suburbs offer com- 
fortable and economical housing for all! 
classes of labor. 


Land values are lower at Port Newark. 
The space you need, the shipping facilities 
you require are at Port Newark. 


What will your needs be within the next 
five years? Write 


Thomas L. Raymond, Director 
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which apparently exists, but only because of the misdating of 
the bill of lading. The same would hold true as to damage 
caused by market decline. 

Damage of some other sort, based upon misrepresentation 
by the carrier in the dating of the bill of lading is a possibility 
and probably could be based upon the obligation imposed by the 
law upon the carrier to date bills of lading as to the date the 
goods are received for transportation. _ 


. ABANDONMENT APPLICATION 


The Kentwood and Eastern Railway Company has applied 
to the Commission for authority to abandon its line of railroad 
between Kentwood and Scanlon, La., in the parish of Tangipa- 
hoa, a distance of 16.53 miles. Cessation of timber operations 


was given by the carrier as the principal reason for asking 
permission to abandon the line. 


NIAGARA JUNCTION STOCK ISSUE 


Application has been made to the Commission by the Niag- 
ara Junction Railway Company for permission to issue 10,000 
shares of non-par value stock in lieu of 1,345. shares of preferred 
stock and 1,600 shares of common stock now outstanding, and 
to deliver the new stock to the Niagara Falls Power Company, 
which owns all the stock, for the purpose of receiving from 


the power company for cancellation all of the issued common 
and preferred stock. 


Cc. M. & ST. P. ABANDONMENT 
The Chicago, Milwaukee & St. Paul Railway Company has 
applied to the Commission for authority to abandon that portion 
‘of its line between Gratiot, Wis., and Warren, IIll., covering a 
distance of about 7 miles. Continued losses resulting from op- 
eration of the line is the reason given for the application for 
authority to abandon 7 line. The company said the villages 


served by the line will continue to be served by another line 
of road. 


PORTLAND TERMINAL BONDS 


The Commission, in a supplemental report, has authorized 
the Portland (Me.) Terminal Company to place in its treasury 
$15,351. That sum is the amount the terminal company realized 
through the sale of its issue of $195,000 of its 5 per cent gold 
bonds, under its first mortgage, in excess of the amount needed 
by it for taking care of promissory notes aggregating $180,000. 
The authority was to sell the bonds for not less than 85 per cent 
of par. They sold for 100.18 and the company had the $15,351 
mentioned left over after paying the notes and expenses incident 
thereto. The additional authorization was needéd to enable it 
to put the excess into its treasury. 


N. & W. EQUIPMENT TRUST 


In a supplemental report the Commission has modified an 
order dated May 27, 1922, so that the Norfolk & Western Rail- 
way Company may change the rate of dividend on $6,700,000 of 
equipment trust certificates from 5 per cent to 4% per cent 
and change the minimum price at which the securities may 
be sold from 97%4 per cent of par and dividends to date of sale 
to 95% per cent. The Commission said the company repre- 
sented that money conditions were such as to warrant the belief 
that certificates carrying the lower rate could be marketed on 
terms more favorable to it than the 5 per cent certificates. 


TELEPHONE CONSOLIDATION AUTHORIZED 


Acquisition by the Bell Telephone Company of Pennsylvania 
of the properties of the Pittsburgh & Allegheny Telephone Com- 
pany and the Chartiers Telephone Company has been found by 
the Commission to be of advantage to the persons to whom 
service is to be rendered and in the public interest. 


D. T. & |. OPERATING INCOME 


Henry Ford’s Detroit, Toledo & Ironton railroad had a deficit 
of $383,097 in railway operating income in September, according 
to the road’s report to the Commission. In July there was a 
deficit of $16,367 and in August, $300,404. In the first six months 
of 1922, however, the road had a net operating income of $705,- 
518 as against $190,082 in the corresponding period of 1921. For 
the nine months ended with September the net was cut to $5,650 
because of the deficits in July, August and September. In the 
nine months operating revenues amounted to $6,687,749 and ex- 
penses $5,577,756. The revenues showed an increase of $1,906,- 
539 over the 1921 period and expenses an increase of $1,779,842. 


WESTERN MARYLAND EQUIPMENT TRUST 


The Commission has authorized the Western Maryland Rail- 
way Company to assume obligation and liability in respect of 
$450,000 of equipment trust certificates issued by the Commer- 
cial Trust Company of Philadelphia and which will be sold to J. 
S. Wilson, Jr., & Co. of Baltimore, at not less than 97.25 per cent 
of par and accrued dividends. The carrier proposes to acquire 
10 consolidation freight locomotives at an approximate total cost 
of $600,000 under the equipment trust agreement. 
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Digest of New Complaints 


No. 14277, Sub, No. 1. The Certain-teed Products Corporation, St. 
Louis, vs. L. & N. et al. 

Unjust, unreasonable and _non-discriminatory_rates on crushed 
stone from Tellico Plains, Tenn., to East. St. Louis. Asks just, 
reasonable and non-discriminatory through joint commodity rates 
and reparation. 

No. 14344. Rosa Blum et al., Chicago, vs. P. C. C. & St. L. et al. 

Unjust and unreasonable rates on C. L. shipments of bones from 
Chicago, Ill., to Camden, N. J., because fourth class rate of 71\%c 
exceeded sixth class rate of 49%c. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. B os lean Pad and Paper Co., Holyoke, Mass., vs. N. Y, 

Unjust, unreasonable, discriminatory, prejudicial and unlawful 
rates on shipments of writing paper pads from Holyoke, Mass,, 
to New York City, for export. Asks reparation. 

No. 14346. Houston Cotton Exchange and Board of Trade et al., Hous- 
ton, Tex., vs. Abilene & Southern et al. 

Unjust and unreasonable rates on cotton and cotton linters in 
bales from points of origin in Oklahoma, Arkansas, Louisiana and 
Texas, to Galveston, Texas, for export. Asks reparation. 

No. gy Boston Wool Trade Assn., Boston, Mass., vs. Santa Fe 
et a 


Unjust and unreasonable practices, regulations, rates and 
charges on wool from various points in Australia and New Zea- 
land to Pacific coast ports for shipment to Boston*and other points. 
Asks cease and desist order, just and reasonable rates, charges, 
practices and regulations, and reparation. ; 

No. 14348. Seaboard By-Product Coke Co., Pittsburgh, Pa., vs. Erie. 

Unjust, unreasonable and discriminatory rates on C. L. ship- 
ments of sulphate of ammonia from Seaboard, N. J., to New York, 
N. Y., because defendant applied the sixth class rate of 12%c per 
100 lIbs., while contemporaneously maintaining commodity rates 
relatively lower from other producing points on defendant's lines, 
comparative distances considered. Asks reparation to the basis of 
subsequently established commodity rate of 10c. 

No, 14349. Ypsilanti Reed Furniture Co. et al., Ionia, Mich., vs. The 
American Ry. Express Co. 

Unjust, unreasonable, discriminatory, preferential and_ preju- 
dicial rates on bamboo, cane, fibre, grass, rattan, reed and willow 
furniture between points in the United States, because defendant 
classifies commodities involved as taking double first class rate. 
Asks cease and desist order, just and reasonable rates. » 

No. 14350. Stacy Fruit Co., Watertown, S. Dak., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Unjust, unreasonable and excessive rates, in violation of the 
long-and-short-haul clause, on mixed C. L. shipment of fresh 
peaches, prunes and pears, from Yakima, Wash., to Watertown, 
S. D. Asks cease and desist order, just and reasonable rates, and 
reparation. 

No. 14351. Traffic Bureau of Phoenix (Ariz.) Chamber of Commerce 
et al. vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
canned goods from points in Washington, Oregon and California 
to Phoenix, Ariz. Asks cease and desist order, just and reason- 
able rates and reparation. 

No. 14352. Murphysboro Paving Brick Co., Murphysboro, IIl., vs. Ala- 
bama & Mississippi et al. : 

Unreasonable, discriminatory and prejudicial rates on brick from 
Murphysboro to destinations in Kentucky, Tennessee, Mississippi and 
Louisiana, when compared with rates on brick from Robbins, 
Tenn., and Birmingham, Ala., to the same points of destination. 


a cease and desist order, just and reasonable rates and repara- 
tion. 


No, 14353.. Interstate Rice Milling Co., Eagle Lake, Tex., vs. Gulf, 
Colorado & Santa Fe et al. : 

Unjust, unreasonable, discriminatory, prejudicial and preferential 
rates on clean rice from Eagle Lake, Lakeside and Garwood, Tex., 
to Galveston, Tex., for export. Asks cease and desist order, just 
and reasonable rates, and reparation. 

No. 14354. Interstate Rice Milling Co., Eagle Lake, Tex., vs. Louis- 
iana Western et al. . 

Unjust, unreasonable, discriminatory and prejudicial rates on 
rough rice from points in Louisiana to Eagle Lake, Tex. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 14355. Texas Chemical Co., Houston, Tex., vs. G. H. & S. A. et al. 
njust, unreasonable and preferential rates on carload shipments 
of bones switched from the Houston municipal wharves to com- 


plainant’s plant. Asks cease and desist order, just and reasonable 
rates and reparation. 


No. —_ Chase & Norton, Inc., et al., New York City, vs. Ann Arb 
et al. 
Attacks rates assessed by defendants on shipments of paper 
stock delivered to defendants at points of origin within the light- 
erage limits of greater New York because they are higher at 
some of the points of origin than at others within the lighterage 
limits of greater New York. Asks reasonable and lawful rules, 
rates and regulations and reparation. 
No. a Rd Gunderson et al., Bijou Hills, S. D., vs. C. M. & 

. P.. et.al, . 

Asks for order requiring defendant to construct an extension 
from Platte to Bijou Hills, S. D., a distance of about twenty-four 
miles. Petitioners say farmers in vicinity of Rijou Hills have to 
haul their produce from twelve to thirty-five miles and that ex 
tension sought would give them relief. 

No. 14358. West Virginia Pulp and Paper Co., New York, N. Y., V5 
Southern et al. ’ ‘al 

Unjust, unreasonable, discriminatory, prejudicial and preferential 
rates on pulpwood and cordwood from points in Virginia, Nort 
Carolina, South Carolina, Tennessee and Georgia to Covington, Ma 
— just, reasonable, non-discriminatory and non-preferenti 
rates. 

No. 14359. Herald News Co., El Paso, Tex., vs. Albany Southern et al. 

Unjust and unreasonable rates on newsprint paper from points 2 
Maine, New York and Ontario to El Paso, Tex. Asks cease 4m 
desist order, just and reasonable rates and reparation. ta 

No. Bs wot —" Chamber of Commerce, Virginia, Minn., vs. 5a” 

e et al. 

Unjust, unreasonable, discriminatory and prejudicial rates 
fruits, coffee, canned goods, preserves and vegetables from Cr 
fornia points to Virginia, Minn. Asks just, reasonable and non-d! 
criminatory rates. ’ vs. 
14362. Interstate Sugar Co. et al., Salt Lake City, Utah, 
Denver & Rio Grande et al. from 

Unjust, unreasonable and prejudicial rates on sugar beets TO! 
points in Idaho to points in Utah. Asks reparation. 
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FREIGHT CAR REPAIR WORK 


We are equipped with the 
experienced labor and en- 
larged shop facilities to 
build and repair railroad 
freight cars in our big new 
Plants at either Sharon, 
Pennsylvania, or Kansas 
City, Kansas. 


PENNSYLVANIA CAR COMPANY 


SHARON, PENNSYLVANIA 


New York St. Louis Kansas City Tulsa Houston Denver San Francisco Tampico 
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Docket of the Commission 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. 


ncel- 
lations and op pe y announced too late to show the ‘change In 
this Docket will be noted elsewhere. 


November 13—Phoenix, Ariz. weg Cassidy: 
14083—Burge-Doyle Live Stock Co. et al. vs. Arizona Eastern et al. 
14140—Solomon-Wickersham Co. vs. Santa Maria R, R. 

November 13—Washington, D. C.—Examiner Hunter: 
13832—Gulf Coal pawces ong vs. Virginian Railway Co, et al. 

November 13—Washington, D, C.—Examiner Sweet: 

Valuation Docket No. 88, in re tentative valuation of the prop- 
erty of Gulf, Texas & Woners Railway Co. 


November 13—Kansas City, ee ne. eninge: 
Fourth Section jet Thay No. 1862 et 
November 14—Memphis, Tenn.—Examiner au 
12969—Divisions received by the Brimstone Railroad and Canal Co. 
November 14—Phoenix, Ariz.—Examiner Cassidy: 
14091—Gila. Water Co. “et al. vs. Arizona Eastern et al. 
November 15—Memphis, Tenn.—Examiner Keene 
Fourth Section Application 12278 of E. B. Boyd, for authority te es- 
tablish rates on paper and paper articles, C. L., described in 
Groups A, B and C of Item 592 of Boyd’s I. C. C. A1292, from 
Points in Wisconsin, Minnesota and Michigan and other states and 
Canada, included in Groups 1 to 8, inclusive, of Item 590A of 
said tariff to New Orleans, La., etc. 
Hevomber 15—Washington, D. C.—Commissioner Aitchison: 


In re rules governing ratings of coal mines, other than an- 
‘ thracite, and the distribution of cars to such mines. 


In re distribution among coal mines of privately owned cars 
and cars for railroad fuel. 
November 15—Kansas City, Mo.—Examiner H. aS ummings: 

Fourth Section Applications 622, 672 and 12256 of F. A. Leland ( 
grain products, hay, straw, seeds, etc., from various points in 8. 
to points in Texas). 

November 15—Argument at Washington, D. C.: - 
'14104—Interchangeable mileage ticket the oa 
November 15—Washington, D. C.—Examiner Davi 

Finance Docket No. 2419—In the matter of ie @ Plication of the 
New Orleans, Texas & Mexico Railway for autl ority to acquire 
control of the Dayton-Goose Creek Railway. 

November 16—Argument at Washington, D. C.: 

i. and §. 1624—Salt from C. F. A. to ‘Western Trunk Line destina- 

tions and between mea 4 in C. F. A, territory. 
November 16—Washington, C.—Examiner Sweet: 

13345—In the matter of hivtsion of joint rates, fares and charges on 
traffic interchanged between the Missouri & North Arkansas R. R. 
Co, and its connections. 

November 16—Washington C.—Examiner Marchand: 

Valuation Docket No. Sota re tentative valuation of the property 
of Gulf Terminal Company. 

November 17—Argument at Nye eng D. C.3 
12150—Cambria Steel Co. et al. vs. Director General, Pa. R. R. et al. 
’ la “= mee eg Bureau for Abston, ‘Wynne & Co. et al. vs. 


M 

*12750 (Sub, No. Stem his ree Bureau, for F. G. Barton & 
Co. et al., a Director General. 

' 12750 (Sub. No, 2)—Memphis Freight Bureau, for Humphreys-O’Sul- 
livan Co. et al., vs. Director General. 


November 17—Washington, D. C.—Commissioner Hall and Examiner 


Healy: 
12964—Consolidation of railroads. 


November 18—Argument at Washington, D. C.: 
4 arnegie Steel Co. vs. Director General, Pa. ‘R. R. et al. 
13290—The Secretary of War, rr Mississippi-Warrior Service, 

vs. Aberdeen & Rockfish R. R. et al. 

November 20—Argument at Taal > ©: 
13098—Arbuckle Bros. et al. vs. Ann Arbor et al. 

t. and S. 1443—Sugar from easiern points to C. F. A. territo 

i, -— S. 1457—Sugar from southern points to St. oe ona “yelated 
po. 

I, and *s. 1501—Sugar from Colorado, Utah, etc., to Illinois, Iowa, 
Minnesota, Michigan and Wisconsin stations. 

November 20—Washington, D. C.—Examiner Marchand: 

Valuation Docket No. 221—Tentative valuation of the property of 
Boston and Maine Railroad System. 


November 20—Washington, D. C.—Examiners Barclay and Mullen: 
13930—Express rates, 1922. 
November 20—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. In re tentative valuation of the property 
of the Trinity & Brazos Valley Railway Company. 
November 20—Washington, D. C.—Examiner McQuillan: 
* 13874—J. S. Hoskins Lumber Co. vs. Director General, Pa. R. R. et al. 
November 21—Washington, D. C.—Division 4: 


Finance Docket No. 2613—In the matter of the application of the 


Southern Pacific Co..to acquire control, by lease and stock owner- 
ship, of the line of railroad of the Central Pacific Ry. Co. 


DIRECTORY OF ATTORNEY 


GEORGE N. BROWN 
ATTORNEY AT LAW 
Formerly Chief Examiner and Attorney 
Examiner Interstate Commerce Commission 
Practices before all Bureaus Special Attention 
and Departments of the to Transportation 
Room 806 


American National Bank Building 
Washington, D.C. Telephone 


Main 2702 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 

co aa Gas oo Bidg., St. Louis, Mo. 

erce cases, Engineering and Legal Services 

rare, Low Freight 


telogene St. Louis ational Bank. 


ng: 


November 21—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 123—In re the tentative valuation of the prop- 
erty of the St. Johnsbury & Lake:'Champlain Railroad Company. 
November 22—Seattle, Wash.—Examiner Flynn: 
14327—The Olympic Portland Cement Co., Ltd., vs. Director General, 
November 22—Argument at Washington, D. C.: 
'12426—Acme Fruit Co. et al. vs. Canadian Pacific, Director General 


eta 
12461—Peninsular, t ey Cement Co. vs. Director General, Cincin- 
nati Northern R. R. 
, Director General et al. 


+4 Armour & Co. ~T al. vs. A. C. 
‘tl. and S. No. 1494—Application of ee rates on fresh meat and 
eg poultry from Chicago and other points to gulf ports for 
export. 
November 22—Washington, D. C.—Examiners ois and Faul: 
12004—Wichita Northwestern Ry. Co. vs. C. . & P. et al. 
Noveniber 22—Washington, D. C.—Examiner He ieon| 
Valuation Docket No. 116—In re tentative valuation of the property 
of the Montpelier & Wells River Railroad. 
November 22—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 11—In re tentative valuation of the property 
of the St. John & Ophir Railroad Company. 
Neveutae 22—Norfolk, Va.—Examiner Bartel. 
13819—Hampton Roads Demurrage Committee vs. wf. & W. et al. 
November 22—Jacksonville, Fla.—Examiner Cassidy 
i. and S. 1 ‘Waste resinous wood from A. C. = stations in Geor- 
gia to Jacksonville, Fla, 
November 23—Portland, Ore.—Examiner Flyn 


l. and S. 1672—Cement from Utah points "40 : ealinte in Idaho, Oregon 
and Washington. 


Fourth Section Application 12283, filed by Oregon Short Line R. R., 
asking for authority to continue rates on cement from Bakers, 
Salt Lake City and Devils Slide, Utah, to Portland, Ore., etc. 

November 23—Columbus, 0.—Public Utilities Commission of Ohio: 

"ipeme | Docket 2589—Abandonment of the Dayton, Toledo & Chicago 

y. Co. 
November 23—Argument at Washington, D. 


5 
12545—The Hebard —_— Co. vs. Aberdeen & Rockfish R. R., 
Director General et al. 


Lackawanna Steel Co. et al. vs. Director General, Pa. R. R. 
et al. 
ar a? aaa No. 1)—Seneca Iron and Steel Co. et al. vs. Pa. R. R. 


et al. 
* 13287—Covert-Gear Co., Inc., et al. vs. Pa. R. R. et al 


Il. and S. 1635—Routing of fresh fruits and vegetables from Texas 
points to defined territories. 


November 23—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 168—In re tentative valuations of the proper- 
ties of aye Indianapolis & Louisville Railway Company, In- 
ou 


dianapolis & isville Railway Company and Indiana Stone Rail- 
road Company. 


November 23—Washington, D. C.—Examiner Pattison: 


Valuation Docket No. 138—In re tentative valuation of the property 
of the Monroe Railroad Company. 


November 24—Portland, Ore.—Examiner Flyn: 
11417—Northwest Steel Co, and Portland ‘Traffic and Transportation 
Assn. vs. Director General, 0.-W. R. R. & Nav. Co. et al. 
November 24—Argument at Washington, D. 


C.: 
'42504—Fort Worth Cotton Oil Mill et al. vs. Director General, Beau- 
mont, Sour ke & W 


caters -_— et al. 
12664—A. A. Jackson & Co. et al. ca, <— 2a, a ey General et al. 
12665 Fort “Worth Cotton Oil Mill et al. vs. A. T. & S. F., Director 


General et al. 


November 24—Washington, D. C.—Examiner Sweet: 


Valuation Docket No. 46—In re tentative valuation of the property 
of the Joplin Union Depot Company. 


November 24—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 165—In re tentative valuation of the property 
of the Baltimore and Sparow’s Point Railroad Company. 
November 25—Washington, D. C.—Examiner Davis: 
* Finance Goctest 2506—In the matter of the application of the Utah 
Central R. for a certificate of public convenience and necessity 
poe on Bey it to construct a line of railroad. 


IRON AND STEEL ARTICLES 


The Trafic World Washington Bureau 


In I, and S. 1603, the Commission found justified a proposed 
local rate of 38 cents on iron and steel articles from New Or- 
leans and group points to Houston, Galveston, Beaumont, and 
Orange, Tex., and points taking the same rates. It held not 
justified a proposed proportional rate of 20 cents on such arti- 


cles, from and to the same points on traffic from beyond New 
Orleans. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 
merce Commission. For ten years Commerce C' 

various shippers organizations, and member Na’ 

and Dam- ndustrial Traffic League. 


Rates ond | woodward Butiding © Washington. D.C- 
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Lime between C. F. A. Points and from C, F. A. to Canadian 
Powis; 5. ane 5..i638 C4 T. Cs Cy FOG Oe) os :0:00 bc vice cece 

Foxley Stave and Lumber Co. vs. Louisville & Nashville; 
case 12775; gum staves (74 I. C. C., 48-44)... ..ccceccccccee 

Cake, Proposed Increases in Express Rates on; I. and S. 1601 
CIID 6.65. «sen: 6 0seens ease enenions teu dmesk cp engiesié© 

Baltimore Trust Co. and C. C.: Pusey, receivers of the Hess 
Steel Corporation, vs. Director General; case 12136; de- 
mouprame Ge ©, ©. / Cu; 22-E5) cisiiee ¢ccienwWheses 0db-< vin dn ie ¥'0cie's 

International Lumber Export Co., Inc., vs. Director General, 
—— Pacific, et al.; case 12767; cedar logs (74 I. C. C 

) 


a ee ee eee 


Reed, Malcolm H., vs. Director General, A. T. & S. F. et al.; 
case 12685; cedar fence posts (74 I. Cc. fe eee 
Wilckes, Martin & Wilckes Co., vs. Director General, B. & O., 
et al.; case 12781; phosphate’ of lime (74 I. C. C., 13-16). 

Atlantic Refining Co. vs. Director General, C. & O., et al.; 
case 12219; gasoline (74 ¥. C...C., 8210)... wis cie< oct verewdsisios 

American Splint Corporation vs. Director General; case 13154; 
Sa oe ee a eee re ee Pe 

Linseed Oil from ear Se N. J., to Points 
in Central Territo > and S. 1619 (mimeographed) patel 

Phoenix, Ariz., Traffic Bureau, “Chamber of Commerce, et al. 
vs. Director’ General, Great Northern, et al.; case 12198; 
apples (74 I. C. C., ee Se Ae ee aS hE ees 

Melcroft Coal Co. vs. Dorestes General, — Creek Valley 
Ry., et al.; case 12551; coal (74 I. C. Cc. a OS | er eae 

Kissel Motor Car Co. vs. Grand Trunk et “* ; case 12877; 
Cram Bane Cit b. ©; Co Speeds. castcvsaes Stesosmaaecesce® 

International Paper Co. vs. Director General; case 12296; de- 
murrage (74 I. C. C., 34-38) 


TENTATIVE REPORTS OF THE COMMISSION 


ee ee) 


COAL DISTRIBUTION 


U.S. SUPREME COURT DECISIONS 


Seogh, John W., vs. C. & N. W.—B. & O. eee vs. 


H. Settle and George W. Clephane—C. & N. W. vs. Nye, 
Schneider, Fowler Co. 


ee ay 


NATIONAL INDUSTRIAL TRAFFIC LEAGUE MEETING AT 
NEW YORK 


eee eee eee eee eee ee ee ee ee ee es 
eee ewer ees eseeseseee 


ee ee ey 


QUESTIONS AND ANSWERS 


Legal and practical questions answered by experts 


DOCKET OF THE COMMISSION 


Dates and places of hearings and arguments 


ee | 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
COLORADO BUILDING 418-430 S. MARKET STREET 
Telephone, Main 3840 Telephone, Harrison 8808 




















When You Specify 


MID-WEST 
BOXES 


You assure yourself a 
scientifically designed 
package worked out to 
meet your needs by our 
experienced package de- 
signers, made by the 
Mid-West’s advanced 
methods, from the best 
materials, under rigid 
inspection. 








Hundreds of the world’s 


leading concerns ship in 
Mid-West Boxes. 


MID-WEST 
Box COMPANY 





























General , 
Offices Factories 
18th Floor And Inéiane 

Conway Building Kokomo, Indiana 
Chicago, Ill. Chicago 
We Operate Our Cleveland, Ohio 
Own Boxboard and Fairmont, W. Va. 
Strawboard Mills. 






Corrugated Fibreboard Products Solid Fibre Containers 
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The San Antonio and Aransas Pass Railway Co. 


a * 


J. S. Peter, ld; benia Y 
Viee-Pres. & Gen. Mgr, (7 Y 
San Antonio, Tex. 2 
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a, ep, 
SPEEDY, 
ACCURATE, 


AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 


time between terminals shown below, also to Mexico via Laredo. 


oO 
Houston San Antonio | Corpus Christi Alice 
gare | ayer | Rowe | owe | poo 
4 ae 3 ee 3 ee 3 ae 4 ae 
3 ee 3 ee 3 ee 3 ct 3 te 
Proportionate service to above is rendered to all intermediate points. 


List of Direct Connecting Rail Lines: 


Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 
Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 

San Antonio, Uvalde & Gulf R. R. 
San Antonio Southern Ry. 

St. Louis Southwestern Ry. (Cotton Belt) 
Sugar Land Ry. 

Trinity & Brazos Valley Ry. 

Texas Mexican Ry. 
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from man or weather. 


In storage or in transit, they 
stand up under rough treatment 
and exposure. 


They can be piled to the roof 
without cave-in or damage to 
contents. In switching freight 
cars, loosely loaded with steel 
rods, farm implements and the 
usual assortment of mixed freight, 
the sturdy sides of a wood box 
ward off many a crushing blow. 


THE TRAFFIC WORLD 


They stand the racket 


Good Wood Boxes ask no favors — 


Hooks or falls may mar the sur- 
face but cannot injure the well- 
packed goods within. If dam- 
aged, Wood Boxes may be easily 
repaired. Grease and oils on the 
car floor do not soak through. 


Whether you ship canned goods 
or dry goods, machinery or 
musical instruments, butter or 
bottles, for maximum protection 
pack your product in Good 
Wood Boxes and]jearn the good 
will of your trade. 


Good Wood Boxes 


Backed by the 


gland: 
OLLAY BLDG., 
Mass. 


National Association of Box Manufacturers 


GENERAL OFFICES: 
1553 CONWAY BUILDING, CHICAGO 


Eastern: 
433 CALVERT BLDG. 
timore, Md. 
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LUCKENBACH LINES| 


COAST TO COAST VIA PANAMA CANAL 
Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 


NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
OAKLAND, PORTLAND, SEATTLE 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 
Merguate Bldg, 13 131 State St. Lafayette Bldg. iver Balding 1024 Pradental Building Central Bld. 201 California Street Pierce Building 


Mobile Liners, Roa ee Le Blanc, Agent 18 Spy L. C. Smith Bldg. 211 sida Empire Shipping Co., Agents awed Bldg. 
Mobile, Ala. New Orleans, La. Seattle Tacoma, Wash. Vancouver, B. C. Cleveland, Ohi 


WHEN YOU SHIP 


Look at the map and see how thoroughly the Illinois Traction 
System serves the state of Illinois and the St. Louis territory; an 
keep in mind that this System has 

Joint freight rates. Standard M.C.B. equipment.] 


rack connections with steam roads. Switching arrangements that reach all in- 
Centrally located freight houses. dustries in St. Louis, Peoria, and other points. 


Ship Today ~Its there To:morrow 


Fast highball freight service. Really an express service at 
freight rates. 


The traffic department watches 
over your shipments with a per- 
sonal interest. 


W. H. WYLIE, Traffic Manager 
eoria, III. 


LINOIS MURACTION SYSTEM 
KINLEY LINES 





